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Canda’s 100,000-Lb. Car. 





Port Arthur Route, ' 
Kansas City, Mo., Sept. 1, 1899. ) 


To the Editor of The Railroad Gazette: 

I have been much interested in what has been 
published in your paper relating to the line of freight 
cars designed by Mr. Canda, and have been much 
attracted to Mr. Canda’s designs. 

I have also noticed some of the criticisms and 
disagree with the claim made that Mr. Canda’s 40-ft. 
car is not capable of easily receiving 60,000 or 80,000 
Ibs. lading. I recently saw a 34-ft., 60,000 lbs. M. C. 
B. box car stenciled with a light weight of 34,200 
Ibs. On a line adjacent to that owning these cars 
are a large number cf M. C. B. 60,000 lbs. capacity 
34-ft. box cars ranging in light weight 29,000 to 31,000 
Ibs., and to my certain knowledge these last men- 
tioned cars have been carrying their full average 
lading for a great many months, and without any 
unusua! wear or tear upon the equipment in ques- 
tion. 

Some time since I prepared some figures on the 
loss per annum to railroad companies upon each 
100 lbs. useless weight in its equipment. In these 
figures I assumed the average mileage per box car 
at 10,000 miles a year loaded and empty, and giving 
an equivalent to 500 tons one mile per annum, and 
assumed that the car loaded would make an average 
of 5,000 miles or the equivalent of 250 tons, per hun- 
dred pounds, one mile per annum. 

Assuming that the bare transportation cost of 
moving one ton of freight one mile is the insignifi- 
cant sum of one mill, the actual cost to a railroad, 
therefore, in moving this 100 lbs. dead weight is 50 
cents per hundred pounds per annum. A locomo- 
tive capable of moving a train of 1,000 tons can only 
move that 1,000 tons, and if the lading consists ex- 
clusively of dead weight, then there is no opportu- 
nity for any pay freight in the lading. If, therefore, 
we cut out 100 lbs. of the dead load, opportunity 
exists for carrying 100 ibs. of pay freight, and even 
in the face of the absurdly low rates existing at the 
present time this pay freight ought to average the 
railroad three mills per ton per mile, and thereby 
produce earnings equivalent to 75 cents per hun- 
dred pounds per annum; or, in other words, making 
a total difference or saving to the railroad of $1.25 
per hundred pounds per annum. 

In conversation with the general manager of a 
certain railroad, my proposition of the bare trans- 
portation cost being but one mill per ton per mile 
was severely criticised, therefore, if he is right, then 
the saving as above outlined through proper design 
and construction of equipment must be considerably 
more than $1.25 per hundred pourds per annum. 

I do not know that I am sufficiently well advised 
to undertake to criticise the Canda design, but if I 
were to offer a criticism of this design, I should 
say that his apparent mistake, in my judgment, lies 
in the depth of his truss rods. I recently examined 
a 50-ft. furniture car belonging to one of our promi- 
nent systems, which car was stenciled with carry- 
ing capacity of 60,000 lbs., and a light weight of 44,- 
200 Ibs. This car had eight sills and six truss rods. 

The needle beams on the furniture car mentioned 
were 5x91%4 in. The struts were the same length as 
those employed on the Canda cars, therefore, the 
truss rods on the furniture car in question were 
2% in. deeper than on the Canda car. The furniture 
car had two more sills than the Canda car, and, in 
my judgment, had the greater relative strength, 





I am glad that one of our prominent lines has pos- 
sessed the daring necessary to put a number of these 
Canda cars into active service, and I hope that your 
paper will be able to keep the railroad world thor- 
oughly advised with regard to the result, because I 
believe it will result beneficially in the direction of 
increasing railroad net revenue. 

The careful consideration of all parties interested 
should be given to the paper read by Mr. E. D. Bron- 
ner, Assistant Supt. M. P. & E., Michigan Central 
RR., before the Master Car Builders’ Association in 
Saratoga in 1898. 

I think that the average truck under our freight 
cars offers o-e of the best opportunities for a saving 
in weight that I know of. 

IRA C. HUBBELL. 








Steel Foundations for Steam Railroad Track. 





By Gustav Lindenthal, C. E. 

The opinion, formerly universally held, that a 
railroad track should be elastic, is retreati-g before 
the sourder judgment that it should be rigid and 
smooth as a lathe bed. It is exemplified in the 
modern cable o~ electric street car tracks in cities, 
where the traffic is heavy enough to justify the 
great cost of exceptionally rigid and solid construc- 
tion. 

But on steam railroads the old methods are tena- 
ciously adhered to, and no material improvement 
has been made in track construction since steel rails 
have been introduced. The best railroad track of 
the present day represents only a long, flexible, 
make-shift bridge (of roughly spiked rails) on more 
or less yielding supports (of loose ties). Under a 
railroad train, it behaves very much like the key- 
board of a piano under the hand of the player. It 
is yet very far from the condition of the rigid and 
smooth track of modern street car lines, on which 
the expense for repairs and maintenance (exclusive 
of rail renewals), has been reduced to a mere nomi- 
nal amount. But the enormous cost of $45,000 to 
$60,000 per mile for such track puts it out of the 
question for steam railroads. 

On the present railroad tracks, safety for fast and 
heavy trains can be had only through covstant 
watchfulness and incessant revairs, which form a 
big item in the cost of operation. This item on some 
lines with heavy traffic reaches $800 annually per 
mile of single track, exclusive of renewals of rails 
and ties, which amount to about $400 a year addi- 
tional. The present cost of such track for 90-Ib. 
rail, oak ties, and stone ballast, is about $9,500. It 
was only $8,500 a year ago. If a saving of $300 to 
$500 could be effected in the annual cost of main- 
tenance and renewals, it would justify a cost of 
$14,000 to $16,000 per mile for a track construction of 
superior rigidity and smoothness, with increased 
safety for fast trairs, and still leave a large margin 
for increased dividends to stockholders. 


I. 

Improvement of this kind is being sought in two 
directions; by the substitution of metal cross ties 
for those of wood, and by heavier and harder rails 
in place of the lighter rails of medium steel, so long 
favored. Let us consider them separately. 

1. Metal ties of iron or steel were expected to 
largely reduce cost of maintenance. But experience 
with them was disappoir.ting in this country, and it 
is worth while to comment on it. 

The first metal ties (like the first rails) were made 
too light and too shallow, from a desire for cheap- 
ness. As a result they split and broke down in 
other ways; the rail fastenings, too, were compli- 
cated, and, as a rule, required different forms on 
tangents and curves, which gave more trouble than 
the simple, though imperfect, spike fastenings i. 
wooden ties. 

But the most prominent defect of the metal tie 
was, and is, that it does not anchor well in the bal- 
last; it does not resist the wave-like lifting of the 
rails in front of the wheels, any better than the 
wooden tie. 

The metal ties in use weigh from 110 to 160 lbs., 
the wooden ties from 170 to 250 lbs. each. Not only 
is the friction of iron in stone ballast much less than 
that of wood, but the metal ties, being shallow, can- 
not be as tightly wedged into the ballast as the 
thicker wooden ties. Experience with them, on 
American railroads, at least, has shown no saving, 
but sometimes an increase, in the amount of labor 
for the two items of drainage and surfacing. 

In countries where ‘timber is scarce and dear, or 
where it is exposed to destructive insects, metal ties 
have found favor; but in countries, as in our own, 
where timber is as yet abundant and cheap, metal 
ties have not been found economical. 

The favorable experience with certain steel ties 
on some European railroads, based mainly on their 
greater durability, does not apply to this country, 
where rolling stock is from 40 to 75 per cent. heavier, 
unless we would use proportionately heavier ties, 
and more of them. But while-we may use heavier 
ties, there is hardly room in the track for more of 
them. Ten inches between ties is already as close 
as good tamping will permit. 

The question of comparative economy is also 
greatly affected by the different processes of pre- 








serving wood, and by the use of iron tie plates 
(which prevent the rails from sawing into the tie). 
Both have increased the life of wooden ties, and de- 
creased the expense of renewals. Steel ties, on the 
other hard, if otherwise made heavy enough to re- 
sist the increasing weight of rolling stock, will suffer 
from corrosion in stone ballast, liable to fill up with 
sulphurous cinder from the locomotives. 

A fair comparison for -.American conditions will 
be as follows: 

The cost of a good tie of oak or 
preserved softer wood, will average 65 
will last, with iron tie plates under the 
average, 10 years. The remainirg value 
of that period is, as a rule, nil. 

A steel tie of equivalent strength should have 
metal not less than ;},in. thick, should be 6 in. deep, 
and weigh at least 160 lbs.; at 1% cents per pound it 
will cost $2.40, which is $1.75 more than the wooden 
tie (amounting for 2,816 ties per mile to $4,928 addi- 
tional cost per mile). Its probable life we assume to 
be 40 years, its scrap value then 30%, or 72 cents. 
Price of steel i» 40 years may be lower, while wooden 
ties will probably be dearer; all of which would be 
in favor of the steel tie. 

The cost of replacing a worn out tie with a new 
tie may be assumed to be the same for steel and 
wood, and including freight and the digging out and 
replacing the ballast, ete., will average 25 cents. 
We have therefore the following items for a period 


cedar, or of a 
cents, and 
rail, on an 
at the end 





of 40 years: 

0 Wn BIO ID anc nae as cc ccwdsddvedyecesutdcacguaceds $2.60 
S BORG TAMOD Fe BS ic ove cccnccucsddeawccccvaceses .75 
PO Wicccvacissntsccddetsunetsausdlaecapuwateuseneienid $3.35 
D I iieicdicantneacuscivdsaawdedetdelaadaadaaeesaesia "$2.40 

o% interest for 40 years on the additional cost of 
Skddcvevageradeddadseddadivide seuedeoddaaneddadsadeaua 3.50 
“$5.90 
DGGE Seay WONG Divs oa 6 icis ci cindcccnindivadenccede -72 
PEUOU, io oc vasnciccevevassonsee. dcacadsvqsatudeansedanaad "$5.18 


Difference agairst steel tie, $5.18—$3.35—$1.83 in 40 
years, or per year = 4.57 cents per tie, which is equal 
(for 2,816 ties, the largest number occurring, per 
mile) to $110.41 annual additional cost per mile. This 
amount, it may be claimed, could be saved in the 
item of surfacing. The objection may be made that 
steel ties need not cost $2.40; they can be bought for 
less. Granted, but it will be then a lighter tie, which 
will not last 40 years, will give a poorer track, and 
cause greater expense of maintenance. Or if steel 
costs less than 1% cents per pound, which it prob- 
ably will, then the tie should be made heavier and 
deeper, so as to come up at least to the weight and 
thickness of the average wooden tie, with equal re- 
sistance in the ballast to lifting. There would be 
greater durability, but no other improvement. The 
net result of the substitution of steel for wooden 
ties would be at best an addition of $5,000 per mile 
to the cost of the track. without saving in the ex- 
pense for its maintenance more than the interest on 
the additional capital. 

On the whole, therefore, the steel tie does not 
promise any decided economical improvement under 
American conditions. 

2. Now as to heavier and harder rails. They have 
greatly contributed to the rigidity and smoothness 
of railroad track; but there is a limit to their weight, 
beyond which nothing will be gained in quality of 
track or in cost of maintenance. About where is 
that limit? 

Remembering that rail renewals are made neces- 
sary, not so much through the steel corroding and 
weakening as through the uneven wear of the rail- 
head, which makes the rail rough a d unsafe for 
fast trains; and remembering that approximately a 
heavier rail will wear longer in proportion of its 





weight, we may estimate the comparative cost of 
90 and 120-lb. rails, for average conditions, as fol- 
lows: 
90-lb. rail per mile single track, cost, say........... $3,000 
Scrap value alter 9 YVERES, Wii ccccccccscccscccecceucs 1,200 
GUGED COM os ve cacéensacceecdacddaasancedscneuaeawes $1,800 
1,8CU 
Therefore, average cost of renewal per year 
9 years 


not including labor = $200. 
The durability of 90-lb. rail at 9 years may appear 

too long for certain railroads, with extra heavy 

traffic. On curves such rails last sometimes only 9 

months, but on tangents, and with lighter traffic, 

hard rails will last longer than 9 years. 

120-Ib. rail per mile single track cost on same 





WME... ¢. cavudeauss<insckdthaandduadideasiaaeundadsedies $4,000 
Scrap value after 12 years, 40%........seeeeeeeeeceeees 1,600 
WARP OMOG inc ccccccdcdudesecee eadenecadeocesiccecessa $2,400 
Add 5% interest for 12 years on the greater cost of 
$1,000 for the heavier rail........ccccccsccccccceccecees 
POCA) CODE dcincccccdcccaddsccsccccccsavesevetesccescs $3,000 
Therefore the average cost of renewal per year 
3,000 
not including labor = $250. 
12 years 
The 120-lb. rails would cost $250—$200 = 350 per 
year more for renewals than the 90-lb. rails. Can 


this amount be saved from the item for repairs? It 
is probable that it would be saved in the cost of 
labor for renewals and for surfacing, although 
heavier rails cost more to handle. 

But there will be no saving in the expense of 
drainage, respiking, or maintenance of alignment 
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and gage; and obviously, heavier rails do not affect 
the durability of the cross ties. 

If the 120-Ilb. rail could be made of hard enough 
steel to last 16 years instead of 12 years, then, on 
the same basis of comparison, the 90 and 120-Ib. rail 
would cost about the same annual amount of $200 
for renewal. ; 

The track would be smoother and more rigid at 
no greater expense than for the 90-Ib. rail, but 
nothing else would be gained. 

The operating department finds great economy in 
larger and more costly cars and locomotives, and 
in steel cars replacing the cheaper wooden cars. 

The track department has to meet the question, 
how to obtain a smoother and more rigid track for 
the heavier rolling stock, and to determine whether 
a saving in maintenance can be effected that would 
justify the greater cost of a better track construc- 
tion. 

That this can be done will be shown below. 


II. 

Good railroad track must have large effective 
bearing area on the ballast and great longitudinal 
rigidity. 

These conditions can be obtained more readily a~d 
surely with the longitudinal steel sleeper system, 
than with the steel cross tie system, or than can 
ever be possible with wooden cross ties. (The word 
“sleeper” will be used for the longitudinal member, 
in contradistinction to ‘tie’ or “cross tie.’’) 

It must be acknowledged that for a wooden track 
foundation the cross tie system is the most con- 
venient and safest; longitudinal wooden sleepers 
were formerly used, but were soon given up. Warp- 
ing, splitting, not holding the spikes well and not 
keeping gage without gage rods, too much fitting on 
curves, and difficulty of drainage, all these com- 
bined against them. 

When the more durable material, iron or steel, 
was substituted for wood, it was naturally put in 
the form of cross ties. We observe here the same 
tendency as in the construction of the early iron 
truss bridges, which were at first imitations of the 
very serviceable wooden Howe trusses before better 
forms or iron truss construction were evolved. 

The many different forms of metal ties, experi- 
mented with everywhere, are only so many make- 
shifts in imitation of the very handy, rough-and- 
ready wooden cross tie, with nearly all its faults, 
ard none of its virtues. There is with steel ties the 
same trouble and expense for keeping up surface and 
alignment, constantly disturbed by loads, rain and 
frost. But while one may drive spikes in wooden 
ties, wherever the rail happens to lie; there is much 
adjusting and squaring before the track bolts will 
make the proper fit in a steel tie, and if it is not 
tamped up just to the proper degree the track will 
be worse than on wooden ties, which have a way at 
least of equalizing the load a little of their own ac- 
cord, 

It should be evident by this time that iron and steel 
in track foundation must be used in a different form 
from that of cross ties, to get full value for their 
greater cost; and this form is the longitudinal 
sleeper, Which will add its strength and continuity 
to that of the rail, and which furnishes the necessary 
bearing area where it is most needed, namely, di- 
rectly under the rail. The cross tie represe=ts irre- 
sponsible individualism, doing its duty only under 
the constant prodding of the tamping bar; the longi- 
tudinal sleeper represents solidarity, always support- 
ing with united strength the burden imposed. 

As regards large bearing area, the whole width of 
the sleeper is available, while in the cross tie the 
middle part is never tamped as hard as the ends, 
and fully one-quarter of its bearing area on the bal- 
last is useless. The middle part of a steel tie repre- 
sents a waste of costly material. The middle two 
feet of a steel cross tie, weighing 160 lbs., represents 
40 Ibs. of steel, equal to 20 lbs. per lineal foot of 


track, merely useful for keeping the gage. For that 
purpose, gage bars, representing 5 Ibs. per lineal foot 
of track, are all sufficient. In the sleeper, not only 


is the bearing area fully utilized, but it will remain 
firm and unaffected from rain, frost and tempera- 
ture, because it can be kept covered up and dry. 
The moisture can be drained away readily off the 


surface towards the outside of the single track and 
to the center of the double track, whence drain pipes 
will carry it off. Once thoroughly imbedded in the 
ballast, the sleeners need never to be disturbed. 


This cannot be done with cross ties, imbedded in 
broken stone ballast which cazrnot be drained off 


on top and where retamping is a periodic necessity. 

Concrete placed directly under the rail has been 
advocated instead of wood or iron ties. But con- 
crete is a brittle material, and if made of sufficient 
thi¢kness to prevent breaking urder concentrated 


wheel loads pounding along at high speed, would be 
too expensive a foundation on a steam railroad. 
Broken concrete would not be better, if so good, as 
broken stone ballast compacted directly under a rail 
having a wide base (Hartwich system in Germany). 
It has been tried with good success, where good 
drainage of the ballast could be had. 

Cement is not necessary for filling the cavities of 
ballast to prevent moisture soaking in, which in 
freezing and thawing causes the heaving of the 
track. If the same care is taken on railroad track 


for draining the water off quickly from the surface 
as on well-built wagon roads, then the foundation 
under the rail will remain as dry, firm and durable 
us that under the old Roman highways, built 2,000 
years ago and still in good condition. 

With cross ties the longitudinal rigidity of track is 
solely obtained through the rails; with iron or steel 
sleepers their rigidity is added to that of the rails. 

The effective bearing area of a cross tie 10 inches 
wide and 8 feet long is 5 square feet; the middle 2 
feet of the tie do not count. If the tie were tamped 
equally hard for its entire length, it wonld not re- 
main in that condition very long. The ends under 
the rails would be pressed harder into the ballast 
from each passing load, and cause the tie to rock 
over the center, making retamping of the ends 
necessary anyway. The experienced trackman, 
therefore, causes three feet from each end of the 
tie (8 feet long) to be tamped harder than the mid- 
dle in the first place. 

Assuming 16 ties, the largest number used, for a 
rail length of 30 feet, the effective bearing area is 80 
square feet. Most railroads have only 14 to 15 ties 
per rail length of 30 feet, and therefore a smaller 
bearing area than 80 square feet. The weight of a 
very heavy locomotive, distributed over a length of 
30 feet, will represent about 240,000 lbs., equal to 
3,000 lbs. per square foot, under the cross ties if 
evenly distributed. The ballast delivers and dis- 
tributes the load to the earth fourdation, the area 
of which may be said to be about 25% greater than 
the bearing area of the ties, or 100 square feet, so 
that the pressure on the earth will be 2,400 lbs. per 
square foot, which would be a moderate and safe 
pressure on dry, compact earth, if uniformly dis- 
tributed. But this is almost an impossibility with 
cross ties, each one independent of the other. The 
rail, unless a deep girder rail, has not sufficient 
strength to distribute the load evenly between points 
of wheel concentrations. 

Longitudinal sleepers should have a bearing area 
of at least equal value, but having a longitudinal 
rigidity of their own, and being directly under the 
rail, the distribution and equalization of pressure 
upon the earth foundation will take place wit}: 
greater certainty. 

[To BE CONTINUED.] 








The Caswell Dump Car. 





A new flat bottom dump car has recently been ex- 
hibited at Chicago and has received a good deal of 
attention both from car builders and transportation 
men. The car men are interested principally in the 
details of the construction, some of which are new, 
while to transportation men the car is presented as a 
solution of a somewhat troublesome problem. A 
number of roads are so situated that it is often ad- 
vantageous to load such materials as coal, ores or 
broken stone in hopper bottom cars, while at other 
times it causes great inconvenience if such cars are 





As stated, the doors are flush with the floor, are 24 
in. wide and occupy the spaces between the center 
and intermediate sills, being hinged to the latter. 
There are eight doors each side of the center, and as 
the operating shafts extend from the ends to the 
middle of the car, there are four sets of four doors, 
each worked from the same shafts. Each set of 
doors is closed in the usual manner by winding up 
chains on a shaft that is worked by a crank at the 
end of the car. The chains are put out of the way 
of falling material. In the closed position the doors 
are supported by locks alone, shown in the engrav- 
ing, of which there are two for each door. These 
locks consist of short arms mounted on a 1% in. shaft, 
each arm carrying a pivoted roller at the end. The 
castings fastened to the under side of the deors, that 
engage these rollers, are so formed that the force 
arising from the load on the door is in a line slightly 
outside the center of the lock shaft, so as the load 
on the doors is increased the force required to re- 
lease the locks becomes greater. Each locking shaft 
extends from the middle to the end of the car and 
is there operated by a lever; the locks are released by 
turning the shaft until the arms are a little past the 
vertical position. 

It is found by trial that 7 lbs. is required at the end 
of the hand lever to release the locks of four doors 
when the car is empty, and 53 lbs. when each door 
is normally loaded with 8,000 lbs. To get the air 
brake apparatus out of range of the door openings, 
the cylinders are placed under the center sills at the 
middle of the car, which of course makes necessary 
a modification of the brake rigging. 

The Caswell Car & Improvement Company, Chi- 
cago, has been formed, which proposes to build cars, 
similar to the one described, which will be leased to 
railroads. Designs have also been made for other 
combination cars, notably a box car with flush doors 
in the floor for hauling such materials as grain. 








American Association for the Advancement of Science. 





The Columbus meeting of the A. A. A. S., though 
not very largely attended, resulted in the presenta- 
tion of many good papers, 273 being read in all the 
departments. In the address of President Edward 


' Orton, of Columbus, at the opening session on Mon- 


day, Aug. 21, was given a review of scientific re- 
search and the accomplishments of science. He com- 
pared the results of the work of the present century 
with those of the past, and in a classification of the 
great scientific discoveries of the world placed 24 in 
this century and 15 or 16 before the 19th century. 

The retiring President, Prof. Frederick W. Putnam, 
gave the annual address in the evening on “An Un- 
solved Problem in Anthropology.” 

Among the engineering papers was an address by 
Dr. Charles E. Munroe on “Explosives,” showing the 
progress in manufacture and use of smokeless pow- 
der. 
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Cross-Sections of the Caswell Flat Bottom Dump Car. 


sent to points where the load has to be removed by 
shoveling.. By making a flat bottom car with drop 
doors it is expected that it will answer the pur- 
poses of both the ordinary hopper bottom car and 
the usual gondola, so that such a combination car 
can be kept in service a greater part of the time. 

A car of this description is shown by the accom- 
panying engraving, which was designed by Mr. W. 
A. Caswell, Chicago, formerly with the Burton Stock 
Car Company, and one has been built as a sample 
by the Southern Car & Foundry Company. It is 40 
ft. long over end sills and the extreme width is 9 ft. 
9 in.; the sides are 39 in. high, giving a capacity for 
80,000 Ibs. of coal. To make room for the doors but 
one pair of intermediate sills is used and these sills 
are placed well out, being 3 in. from the side sills. 
All the sills are somewhat larger than usual, the 
center and intermediate ones being 5x10 in. and the 
side sills 5x15 in., while there are six truss rods 1% 
in. in diameter. The draft sills are 5x9 in., sub-sills 
5x 6in., cross-tie timbers and needle beams 4x 10 in., 
and the end sills 9x 11% in. The stakes are 4x5 in., 
and those at the sides are placed inside the planking 
but outside the side sills, as slearly shown by the 
engraving. The sides consist of four planks 2% x 9% 
i>., and the flooring is 2 in. thick. The body bolster is 
a truss made of two plates 10 in. wide, and the trucks 
are of the diamond frame type with Harvey metal 
bolsters. 


Prof. Reginald A. Fessenden, of Allegheny, read 
several papers. His most important one was on ‘‘The 
Nature of Electricity and Magnetism, and a De- 
termination of the Density and Elasticity of the 
Ether.”’ He presented an elaborate mathematical 
demonstration of some new hypotheses, with the 
idea of leading to a clearer conception of forces. An- 
other of his papers was on the nature of magnetism 
in iron ard the relation between permeability and 
hysteresis. 

An elaborate paper in the chemical section was by 
Prof. A. A. Noyes on some experimental illustrations 
of the electrolytic dissociation theory, illustrated by 
numerous experiments with apparatus brought from 
Boston for the purpose. 

Other papers of interest were: The Determina- 
tion of Nickel in Nickel Steel, by Geo. W. Sargent; 
The Determination of Volatile Combustible Matter 
in Coke and Anthracite Coal, by Richard K. Meade 
and James C. Atkins; Notes on the Estimation of 
Total Carbon in Iron and Steel, by F. P. Dunning- 
ton; Notes on the Determination of Sulphur in Pig 
Iron, by M. I. Moore. 

In the section of mechanical science and engineer- 
ing, Prof. J. W. Shepherd of Rose Polytechnic In- 
stitute read a paper giving the results of some ex- 
periments on combustion in locomotive boilers, in 
which he told of his experiments on escaping gases 
in locomotives, the experiments being made in runs 
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along the Terre Haute & Indianapolis Railroad. He 
described his sampling apparatus, which could be 
adjusted to any locomotive and used without inter- 
ference with the engineman. 

Prof. Wm. S. Aldrich gave a very interesting ac- 
count of experiments aboard the U. S. Repair Ship 
Vulcan during the late war, the details of which we 
assume the reader is familiar from printed accounts. 

The other papers read before the section were: 


Fuel Value of Cereals, Critical Speeds of Shafts, and 
The Friction of Balls in Thrust Bearings, by Prof. 
Thomas Gray; Electric Mining of Bituminous Coal, 
by Prof. Wm. S. Aldrich; Support of Beams in Tests 
of Transverse Strength; Crystallization in Bronze 
Test Pieces; The Fracture of Spheres, by Prof. Wm. 
T. Magruder; A New Exact Method of Designing 
Cone Pulleys, by Prof. W. K. Palmer; and Some 
Thermal Determinations in Heating and Ventilat- 
ing Buildings, by Prof. C. B. Morrison. 

Prof. E. W. Scripture read several papers in differ- 
ent sections, including one on inadequate methods of 
testing for color blindness and demonstrations of a 
new test. He declared the old wool test unsafe and 
unreliable. Prof. Scripture’s plan, and the apparatus 
devised by him, were described in the Railroad Ga- 
zette of June 16, 1899. 


The next meeting will be held at New York City 
and at a much earlier date, June 25-30, in order to 
accommodate members who may wish later to attend 
the Paris Exposition. Denver was recommended for 
the meeting of 1901, but no decisive action can be 
taken till next year. 

The following officers were elected: 

President—R. S. Woodward, Columbia University, New 
York City. 


_ 


- 





Permanent Secretary—L. O. Howard, Government 
entomologist, Washington. 

Vice-Presidents—Section A, mathematics and astron- 
omy, Asaph Hall, Jr., University of Michigan; section 
B, physics, Ernest Merritt, Cornell University; section 
C, chemistry, James Louis Howe, Lexington, Va.; sec- 
tion D, mechanical science and engineering, J. A. 
Basher, Pittsburgh, Pa.; section E, geology and geo- 
graphy, J. F. Kemp, New York City; section F, zoology, 
Cc. B. Davenport, Harvard University; section G, botany, 
W. Trelease, St. Louis, Mo.; section H, anthropology, 
A. W. Butler, Indianapolis University; section I, social 
and economic science, Calvin M. Woodward, Washing- 
ton University, St. Louis, Mo. 

General Secretary—Charles Baskerville, University of 
North Carolina. 

Secretary of the Council—William Hallock, New York 
City. 


Secretaries of the Sections—Section A, W. M. Strong, 
Yale University; section B, Reginald A. Fessenden, 
Western University of Pennsylvania, Allegheny; section 
C, A. A. Noyes, Boston, Mass.; section D, W. T. Ma- 
gruder, Ohio State University; section E, J. A. Holmes, 
University of North Carolina; section F, C. H. Eigen- 
mann, Indiana University; section G, D. T. MacDougal, 
Columbia University, New York; section H, Frank Rus- 
sell, Harvard University; section I, H. T. Newcomb, 
Washington, D. C. 





also has charge of the new track construction be- 
tween this station and the new terminal, a work in- 
volving extensive excavations and reconstruction of 
large buildings. 

The new station is 529 ft. 7 in. long on the longest 
side, and the Dartmouth Street front measures 179 ft. 
The four main tracks run directly through beneath 
the passenger rooms. 

The foundation consists of 4,500 40-ft. piles and 122 














Dining Car for the Baltimore & Ohio Railroad. 


Built by,the Barney & Smith Car Company, Dayton Ohvo. 


Treasurer—R. S. Woodward, Columbia University, 
New York. 





New B. & O. Dining Cars. 

The Barney & Smith Car Co., of Dayton, O., has 
built two dining cars for the Baltimore & Ohio 
which are of original and beautiful design. The ex- 
terior of these cars, both in design and coloring, con- 
forms to the standards of the railroad company, 
but in the interior the makers were left free to exer- 
cise their own taste. The ceiling is dome shape and 
in the main room of the car the deck is unbroken. 
The buffet is semi-circular in form and is sur- 
mounted by a dome of art glass. The woodwork of 
the interior of the car is in Empire style, the ma- 
terial being St. Jago mahogany, elaborately and deli- 
cately carved. The decoration of the ceiling is in red, 
amber and gold. Although the ceiling presents the 
appearance of a simple dome, ventilation is not neg- 
lected, the openings being covered by bronze grills. 
The windows back of these grills are art glass of dark 
green and amber colors. The gas lamps for the car 
were specially designed to correspond with the style 
of the decorations, and the carpet likewise. The car 
has a seating capacity for 29 persons. 
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piers of different dimensions having from 6 to 60 
piles each, and built of granite above the tops of 
piles and of concrete one foot below. The Bucking- 
ham Street side has a retaining wall of 14 ft. base, 
8 ft. above street level, forming the limit of street 
width. The railroad side is built on pier fou da- 
tions to rail grade, then posts supporting a continu- 
ous iron girder, above which begins the second story 
with its 16-in. brick wall. This is the only side of 
the station that is not built of limestone with a wall 
30 in. thick. 

The architectural style is Italian Renaissance. The 
Dartmouth Street entrance occupies the entire front 
and is composed of a group of archways each 19 ft. 
wide, with a radius of 9 ft. 6 in., and spanned by 
handsome iron sliding gates. On Buckingham Street 
there are three sets of archways, the middle arch of 
each spanning 29 ft.; and 17 windows, each 7 ft. 9 in. 
by 13 ft. 2 in. 

A 20-ft. driveway, with 6-ft. sidewalks runs 
through the building lengthwise. This begins with 
a carriage concourse 100 ft. by 50 ft., and ends ina 
smaller concourse 78 by 73 ft., having an exit arch- 
way with span of 27 ft. 4 in. The floors of the drive- 
way and concourse are of 3-in. concrete, asphalted, 
and the sidewalks are slightly raised above the 
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Baltimore & Ohio Dining Car. 


The engravings show two interior perspective 
views, one in each direction, and a floor plan. 








Back Bay Station of the New York New Haven 
& Hartford. 


The new station of the New York, New Haven & 
Hartford, at Dartmouth Street, Boston, a plan of 
which was given in the Railroad Gazette of March 
18, 1898, is now nearing completion and will soon be 
put in use. This is a way station, on the line to 
the new South Terminal, which is to accommodate 
such of the business hithert@ done at the Park 
Square terminal station as cannot conveniently be 
transferred to the new terminal station. The new 
station has been built under the direction of Mr. 
George M. Berrian, Engineer of Construction, who 


ee ne 


crown of the carriage road. Both the concourse and 
the driveway are lighted throughout by skylights. 

The walls are of 3% oak sheathing. The wain- 
scoting of copper gilt is 9 ft. high, with moldi g of 
copperplate and washboard of polished Milford g.an- 
ite. The windows looking into driveway from the in- 
terior rooms have sills of copper. In fact, copper is 
used for all projections from the wall below the ceil- 
ing moulding, giving a rich effect. Ali the interior 
overhead woodwork and iron in the driveway are 
painted white. 

All the iron posts on second floor are covered with 
cement and then, in circular form, with oak sheath- 
ing, forming a consistent column of good dimensions 

The general waiting room has an area of 6,050 
square feet and the suburban 1,920. These rooms are 
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on opposite sides of driveway, and each has en- 
t1ances and exits both on the driveway and on the 
lobbies, which contain the six wide stairways and 
two passenger elevators communicating with train 
platform below. 

The waiting rooms, barber shop and restaurant all 
have wainscoting of polished pink granite 7 ft. high, 
with 19% ft. of oak sheathing above. The floors are 
mosaic. These rooms are lighted from above by 
skylight ceilings and on the sides by the numerous 
windows. All the fittings are of solid light oak. 

The lavatory is lined with slate 7 ft. high, with 
3%4-in. oak above. 

The station master’s room is of oak with maple 
floor. The parcel room, baggage room and kitchen 
are finished in Carolina pine with floors of asphalt. 

All baggage is transferred to track platforms by 
means of two electric elevators. 

The station contains on the lower level four tracks, 
the two middle ones have island platforms on oppo- 
site sides, and the outer ones each a platform ad- 
joining the wall. 

This first story is made up of elliptical arches hav- 
ing an average span of 16 ft. and faced with enam- 
eled brick. There are ten arches at the western end 
of the station and four at eastern end. From top 
of rail to crown of arch there is a clearance of 16 
ft. 6 in. 

The overhead girders supporting the streets and 
the buildings just beyond the exit of station are 
protected from locomotive gases by wire netting ce- 
mented with smooth finish. 

This first story is ventilated by means of five Stur- 
tevant blowers. The vents, 20 in number, range from 
26 ft. 6 in. by 9 ft. 6 in. to 27% ft. by 4 ft. 5 in. The 
vertical ducts are made of fireproof brick, one thick- 
ness, and protected by chicken coop netting plastered 
with Rosendale cement. The horizontal ducts have 
34-inch channel irons plastered with King Island ce- 
ment. It is calculated that the nuisance of locomo- 
tive smoke and gas will be effectually prevented. 








Some Results of Transverse and Tension Tests of 
Steel Plates. 





At the Pittsburgh meeting of the American Sec- 
tion of the International Association for Testing Ma- 
terials, Prof. W. K. Hatt, of Purdue University, pre- 
sented a paper comparing the results obtained in 
tests of steel plates from transverse tests and in 
tension tests of specimens cut therefrom. The paper 


but the expense of preparing the specimens for test 
was so great that further work was prevented. The 
writer here gives the results so far obtained. 

Plates 1 to 8 were tested in bending by the ordi- 
nary method. They were supported at the ends and 
loaded in the center. Deflections were read by a 
micrometer attached to the plate and making con- 
tact with a wire stretched between points directly 
over supports. Plates 12 to 14 were loaded so as 
to bring about pure bending-unaccompanied by shear 
in the part whose deflections were observed. A wire 
was stretched between the points A and B, on thd 
axis of the bar, and a micrometer attached to C, 
the center of this wire. 

Elongations of specimens in tension were deter- 
mined by use of electric contact extensometer. The 
specimens were usually cut by the planer from the 
%,-inch surrounding the center of the plates near the 
side. 

The proportional limit given is the point formerly 
called “elastic limit.” The yield point in each case 
is that point where the deformations increase very 
largely, as shown by readings of extensometer or 
micrometer. 

This value of the proportional limit in flexure is 
the elastic limit of the outer fibre R, as computed 


from a formula resulting from the application of the 
RI 
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ordinary theory of flexure; bending moment = 


The higher value of this proportional limit in flexure 
is evident from the results of the tests. Thus in 
table II, it has an average value between 1.4 and 
1.5 that in tension. 

The question arises: Is this increase due to a 
comparison of the proportional limit of the material 
near the center of the plate, with the elastic limit, 
as shown by bending, of the material of the sur- 
face? — 

In plate No. 7, tension specimens were cut from 
the center and from the surface, giving results as 
follows: 

Plate No. 7, thickness 1.64 inches; original rolled thick- 
ness 1% inches. ake : 

Specimen. P. Lim. Yld. Pt: Ult. Str. ZEl. %Cont. 
%’’ drawn from sur- 

COIR cc ccdccatsaane sine 20,000 24,000 67,460 25.2 46.7 
0.92x0.5 — or 30,000 66,324 

” drawn from e- : 

* ys AES SS 20,000 25,000 68,811 24.0 32.8 


rior 
et ecimen from interior of plate 8 gave: 
ial : 00 30,000 67,172 26.2 «© 45.7 


A specimen 1.4” drawn from interior of plate 7 gave re- 
sults about as above. 


The proportional limit for plates 12, 13 and 14 is 
not as reliable as for plates 1 to 8, because in the 
former case the deflection from the wire would not 
possibly irdicate the elastic limit, which might occur 
first at the points A and B. 

Finally, the large increase in proportional limit of 
flexure is not to be charged, by reason of its uni- 
formity and degree, to the inaccuracies of observa- 
tion. It is explained, however, if we assume that 
the supposed fibres do not act independently, and 
that the outermost fibre at the time when its nat- 
ural proportional limit occurs, is supported by the 
fibre just below, which has not yet reached its elas- 
tic limit. Thus the elastic limit of the outside fibre 
is postponed. In the same way if there is not per- 
fect freedom for expansion or contraction of the 
fibres sidewise within the proportional limit, the 
value of Young’s Modulus or the ordinary Modulus 
of Elasticity in tension, will be less than the Modu- 
lus of Elasticity of the outer fibre in a beam. Indeed 
the observed curvature of the transverse section of 
Plates 12, 13, 14, specially arranged for accurate ob- 
servation, showed that there was some constraint, 
and the observations gave higher values for E. 

It is assumed here that the relation of depth to 
space in these plates is small enough to allow an 
application of the ordinary theory of flexure. 

The relation between these two elastic limits in 
the writer’s tests is, as shown in Table I., about 1.5. 
The ratio is slightly less for the deeper plates—al- 
though the effect of depth, space and material on 
the ratio is not to be obtained from these tests on 
account of the limited range. The indications are 
that the value of the ratio is independent of space. 
For soft steel, the value of this ratio has been ob- 
served by M. Considere to be 1.37, and by Bouchinger 
to be 1.27. A French treatise, the reference to which 
the writer has mislaid, quotes the ratio anywhere 
from 1.2 to 1.6, depending on the form of section and 
kind of material. M. Seman quotes the ratio for a 
square of soft steelas1}. For materialslike hard steel 
and cast iron the ratio will be unity. 

As the section increases in height and diminishes 
in breadth the value of the ratio will decrease. We 
may not expect to find any increase in case of 
I-beams. -Indeed, the comparison would be difficult 
on account of different thickness of roller material 
of section, and tests made by Tetmajer show the 
proportional limit of such beams in flexure to be 
less than that of specimens cut from web. Note that 




















COMPARISON OF TENSION AND TRANSVERSE TESTS—W. K. HATT, 
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is based on tests made by Prof. Hatt, working with 
Messrs. Parker and Montgomery, students in Purdue 
University. It is interesting and valuable, and we 
give an abstract of it below. 

The writer obtained, some two years ago, a num- 
ber of steel plates of various widths and thickness, 
and had these plates planed off, and cut up into 
smaller plates. Strips were cut off the side of each 
plate, and from these strips tension specimens were 
turned down. 

The object of the tests was to obtain comparative 
values of the proportional limit and modulus of elas- 
ticity in flexure and tersion. Tests 1 to 8 were ar- 
ranged for determination of the proportional limit, 
and Tests 12 to 14 for determination of modulus of 
elasticity. It was hoped to extend the investigation, 


Such tests on these plates as the writer has just 
quoted show no marked difference in quality of ma- 
terial of the plates after the skin had been taken 
down. It must be remarked that the specimens 
were taken near the edge, and that had the speci- 
mens been taken near the center, a difference of 
quality might have been observed. It is thought, 
therefore, that the material of the tension specimens 
represented that of the surface of the plates. 

The higher values of the yield point reported from 
the mill may well be attributed to the known effect 
of elevating that point, due to rapid testing. <A 
difference of 5,000 or even 8,000 per square inch may 
be due to rapid testing. The noted difference in the 
writer’s tests between the proportional limit and 
yield point is in accord with usual observation. 


Tonnage Rat!ng on the Baltimore & Ohio. 





The following circular is issued from the office of 
the Superintendent of Transportation of the Balti- 
more & Ohio Railroad under date of August 25: 


In order to facilitate the rating of ocomotives on the 
tonnage basis, weights of cars and contents will be 
shown in tons instead of hundred weights. 

Weights to be expressed in even tons, omitting frac- 
tions, if less than half; if one-half ton or more, count 
as one ton. For example: 28,300 lbs., or 14 tons 300 lbs., 
report as 14 tons; 29,100, or 14 tons, 1,100 Ibs., report as 15 
tons. 

Agents and Conductors, in making out card manifests, 
will show light or stencilled weight of car and weight of 
contents separately, in tons, in space for remarks— 
weight of car first, followed by weight of contents. In 
making out card manifests for empty foreign cars, light 
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weight must be shown. When actual weight cannot be 
obtained, use estimated weight, as per schedule below: 
Light Weights to be Used for Cars Not Stenciled. 






Private Lines .. 
Stock, 4 feet 
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Dead Engines 
When card way-bills do not show weight of contents, 
following estimated weights shall be used, and marked ‘‘Est.’’ 


the 


on reports: 

Steel Rails, lron, Ore, Coal, Lumber, Oil—capacity 
For example: Carload of Coal in car of 60,000 capacity, 
weight of contents as 30 tons. 

Coke—10,000 lbs. less than capacity of 
Carload of Coke in car of 60,000 capacity show weight of con- 
tents as 25 tons. 

Merchandise—5 tons per car. For cars used as way-cars, an 
arbitrary weight of 3 tons will be used. 

Conductors will report on Form 2,533 the weight of each car 
and contents, separately, in tons, nothing less than 1,000 lbs. to 
be considered. For example: 30,350 lbs. should be shown on re- 
port as 15 tons. Conductors must show number of tons leaving 
and arriving at terminals. 


of car. 
show 


ear. For example: 








The Scherzer Rolling Lift Bridge Over the Fort Point 
Channel, Boston. 





In our issue of August 4 last, we presented a gen- 
eral description of the main features of the Scherzer 
rolling lift bridge, recently completed over the Fort 








De ee ere ne ee ee 


















Fd ay HA veda 
ees 


{ f reenaaeeeel 








Fig. 1.—Scherzer Rolling Lift Bridge—Fort Point Channel, Boston. 


girders; those back of the draw span, nine in num- 
ber, really form part of the draw, as three of these 
spans support the tracks on which the draw spans 
roll, and three carry the machinery towers. 

The substructure consists of two masonry abut- 
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Fig. 9—Machinery Floor of the Scherzer Bridge. 


Point Channel, Boston, carrying the six adjacent 
tracks of the Plymouth and Midland divisions of the 
New York, New Haven & Hartford Railroad where 
they enter the yard of the new Southern Terminal 
Station. Accompanying that description were en- 
gravings showing the general plan and elevation of 
the structure, which are also shown herewith in 
Figs. 2 and 3, together with the arrangement of the 
locking device at the outer ends of the spans. Two 
views of the spans as erected were also shown. We 
now describe some of the details peculiar to this 
particular bridge, believing that there is enough of 
novelty in the design to engage the attention of 
those interested in the designing and building of 
draw bridges. 

For the benefit of those who may not have read the 
general description referred to above it may be stated 
that the bridge is composed of three independent, 
double track, skew spans, exact duplicates of each 
other and placed beside and parallel to one another, 
as clearly shown in the engravings, Figs. 1 and 2. 
The second span is about 33 ft. in advance of the 
first, and the third an equal distance in advance of 
the second. Each span has one long and one short 
truss, respectively 113 ft. 10 in. and 83 ft. 8 in. long, 
and spaced 27 ft. 2 in. center to center. The short 
truss of one span is adjacent to the long truss of the 
next and 28 in. center to center. The total width of 
the entire structure, carrying the six tracks, is 87 ft. 
8 in. and the portion of the bridge crossing the chan- 
nel proper is composed of three riveted truss spans, 
each weighing approximately 500 tons. The ap- 
proach spans at both ends of the draw are deck plate 
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ments and four masonry piers. The latter are very 
1ong and narrow, being 150 ft.x38 ft. he piers are 
all parallel and inclined 42 degrees to the axes of the 
spans. ‘The clear opening OL the Channel, between 
tender piers, when the briage is raised is 42 ft., meas- 
ured at right angies to the piers, the distance center 
to center of pieces at right angies being 56 ft. 6 in. 

The accompanying engravings, Figs. 4 and 5, are 
the strain sheets for the tong and short trusses. The 
conditions tor the calculations were as follows: 

1. Live load, two 13l-ton locomotives followed by a 
train Of 4,uvvu 10. per litteai LOUL. 2 

z Dead ioad lur twuss “a, long arm, exclusive ot 
Memver li, 1¥6,0UU lbs.; Celuler OL yYavilty at KK. Lhis 
Weigul inciudes tne weight or the floor and bracing car- 
lleu DY Lruss "A, DVeau loud tor tne short arm Ys,200 
ius., lucluding Member 14; Center OL gravity at L. Coun- 
lerwelg Nt ovt,yvuu iDS.; Center OL gravity at wl. ‘Lruss “A” 
beurs al polnis a, G and t belure being loaded. 

o. Dead load lor truss ““b,” long arm, exciusive of 
MmMemoper li, to/,4uv lbs.; Center OL gravity at K. This 
Wwelgnt inciuaes tne weight or the floor and bracing car- 
riea by truss “b.”’ Dead load tor the short asin 387,900 
ibs., including member 1/1; center of gravity at L. Coun- 
lterweilght Zo4,uvvuU ibs., with tne center of gravity at M. 

do. NO bearing Moves vertically during 1oading. 

6. ‘Lruss ““A’’ is held at one or the three bearings and 
slides on the other two bearnings horizontally, without 
iriction during loading. 

i. All members of truss ‘‘A’’ have the same modulus 


of eiasticity. 

8. 1n computing the stresses for live load and tem- 
perature, the length and sectional area of all members 
ot truss *‘A’’ are taken and not a uniform moment of 
inertia assumed. 

y. Lhe temperature stresses are computed on the as- 
sumption that the top chord becomes heated 50 degrees 
4°, hotter than the lower parts of the bridge. 

As the point G of truss “A” comes directly over the 
oblique channel pier, a support was provided 
for this point by means of an adjustable pedes- 
tal. This support at G made it necessary to com- 
pute the truss “A” as a continuous girder over three 
supports. The center of gravity of the entire span 
is shown to be a little less than 26 ft. above the roller 
track and 6% in. back of the center line of the main 
post of the span. This theoretical position can of 
course be fixed practically by modifying the counter- 
weighting. The object in locating the center of grav- 
ity back of the point of support, as shown, is to have 
the span open or close by gravity to an angle of 40 
degrees when the locking devices are released. This 
leaves the work done by the operating machinery in 
opening the bridge that necessary to roll it through 
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g- 7—Part of Span Showing Operating Strut Connections on Box Girder. 
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Fig. 4.—Strain Sheet for Truss ‘‘A.” 


Stresses in the 114 ft. 314 in. Truss on Three Supports “A.” 
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Note: +- for tension; — for compression. 

* Temperature, 50° Fahr. . 

q Ctr of Gravity m 
of Truss 7. 
2 5 
5 
“g| 
Ss 
errno =| 
| é 
a4 /57400" S| 
* SI 
iG 14 H 14 
I° ° a ve Fag 2? ae "ab 1 ' “jut lgth' 
i $pls.lOx¥tl.-2 » pre" oe 
| | i i 2 heb PIs. 100n } 
faa naf SJ we a2’ oh eee shh Aa ———--=-- Feeney > 
Je-nn nn ene nn an 83 @f.------------------------------ 
Fig. 5.—Strain Sheet for Truss = ea 
Stresses in the 83 ft. 834 in. Truss “ B.” 
: - Ini ee 
‘m- Jead Live load, plus Maximum Unit (i— Area. 
ay = 19 58 for lpact. stresses. stresses. Net. | Gross. | ‘Sections. 
 § 18,800 — 236,000) ... sss. — 217,200; + 18,800] 7.280 | 298 | 314. (2 plates 15x 34 1 plate 18 - 34 4 angles, 3x3x34 

6 ON 100 + 124000] |. + 114100 — 9 “400 81630 | 13.2 19.65/32 "15 “3% ........ 4“ 3x3x4, 
: — 48.700 + 140,000 17,000! + 9130") — 65,700) 5,770 | 15.8 19.65/20 “15 BQ cece cece ce eees ae: 3x3x3g 
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Live load, plus 30% for impact. 
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the last 40 degrees of the arc, the entire movement 
being 80 degrees. Likewise if released when open, it 
will fall by gravity from the wide open position to 
that of half closed, the operdting machinery revolv- 
ing it through the remaining 40 degrees of arc. Each 
of the spans can be opened and closed independently, 
but the three spans are normally coupled together so 
as to be operated as a single structure. In the fol- 
lowing description only one span is referred to, as all 
three of the spans are alike. 

The opening and closing of a span is accomplished 
by means of a trussed operating strut, S. Fig. 6, 
which is also shown in Fig. 3. This is 60 ft. long and 
5 ft. deep and pivoted by a7 jin. diameter pin to the 
box girder, O, in the axis of the span, between the 
portal and the first cross frame, as shown in Fig. 7. 
The strut is designed to transmit a tension or com- 
pression stress of 126,000 lbs. Riveted to the bottom 
chord of the strut is a cast steel rack into which a 
cast steel pinion, 30 in. in diameter, engages; shrouds 
on the rack and pinion take the bearing and allow a 
free motion of the teeth. The pinion is driven by a 
60 h. p. Westinghouse railroad type motor, to which 
itis geared. The gearing is so arranged as to operate 
the bridge at either one of two speeds; the fast 
speed opening the bridge in 30 seconds, while the slow 
speed, to be used during high winds, requires 90 sec- 
onds. A brake wheel, 4 ft. in diameter on which are 
two band brakes controlled by 150 lb. and 50 Ib. solo- 
noids, is provided with which to regulate the move- 
ment of the span. By reference to Fig. 8, it will be 
seen that a pair of guide rollers, W, are mounted on 
the bearing block of the driving pinion and directly 
above the pinion. These rollers bear upon steel 


. tracks riveted to the sides of the bottom chord of the 


strut and resist the upward reaction at this point. 
Near the shore end of the operating strut another 
pair of guide rollers, R, Fig. 8, are mounted. These 
rollers (also shown in Fig. 3) come into play during 
the last half of the opening movement of the span, 
when they bear upon the curved flanges of the guide 
girder, Fig. 10, and take a part of the weight of the 
strut off the bearing faces of the shrouds of the 
operating pinion and rack. The point, m, of the 
strut, S, Fig. 6, is over the pinion, P, when the span 
is closed, and with the span open the strut has moved 
back until the pinion is under the point, n. As the 
pin end of the strut describes an irregular curve 
during the opening of the span and the rack is 
straight, into which the pinion whose bearing is fixed 
engages, it follows that the shore end of the strut 
must also travel in an irregular curve; hence the 
bearing face of the guide girder, Fig. 9, on which the 
rollers, R, bear, is curved as shown. The roller 
wheels, R, are 8 in. in diameter and are mounted on 
a 3 in. shaft passing transversely through the strut. 
The details of all of these parts are clearly shown in 
Fig. 8, which is a view of the mounting of the ope- 
rating pinion, a sectional view of the pinion and rack, 
and shows the relative position of the rollers, R and 
W, to these parts. As previously stated, each span 
is independently controlled by its own operating ma- 
chinery, but as it will usually be necessary to open 
and close the three spans simultaneously, they are 
connected together by links of box section as shown, 
in Fig. 10. These links connect the top points of the 
main posts of adjacent trusses to which they are at- 
tached by steel pins 8 in. in diameter. These links 
are made of such strength that in case the operating 
machinery of one span is out of order the span can 
be raised and lowered by means of the operating ma- 
chinery of one of the other spans, the necessary 
power being transmitted through the connecting link. 
These links also insure a uniform action of the three 
separate spans, when operated as a single structure. 

The segmental bearings on which the span revolves 
are circular arcs of 80 degrees, with radii of 26 ft. and 
face lengths of 36 ft. 35g in. On their faces are seg- 
mental cast steel tracks having rectangular pockets 
into which mesh the teeth of the horizontal track 
thus guiding the motion of the span and pre- 
venting any tendency to slip during the opening and 
closing. These teeth are of great strength, being 12 
in. long by 6 in. wide, as shown in cross section, Fig. 
11. Fig. 12 is 2 partial plan and elevation of the 
horizontal base track. 

A detail of the end locking mechanism is 
shown in Fig. 13. The general arrangement of 
the locking device at the outer ends of the spans 
was shown in our issue of Aug. 4 last. The 
wedge-ended square bolts are thrown into position by 
pinions attached to the shaft running the full length 
of the abutment. It will be noticed (see Fig. 13) 
that these wedge ends will draw the end of the span 
down to its proper closed position, once the bolts 
have entered the sockets on the bottom of the end 
floor beam. There are six of these locks, two for each 
span, and all six work together, the driving shaft be- 
ing connected by a worm gear to a 5 h. p. electric 
motor on the abutment. In case one span is not in 
use, it is left standing open and its locks operate 
idly with the others. The locking mechanism, as 
well as all of the other operatiors of the three spans, 
is controlled by one man in the tower house built 
above the machinery floor of the middle span. 

The spans were erected in the open or raised posi- 
tion, thus avoiding any obstruction of the channel. 
The “traveler” for the erection of the trusses is very 
clearly shown by engravings accompanying our 
earlier description of this bridge. 
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Fig. 3.—Elevation of Scherzer Lift Bridge, Showing Operating House. 
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Fig. 8.—Mounting of Driving Gear. Fig 13.—Locking Device. 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others .=il materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and cumpletion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
und machinery and railroads, and suggestions as to 
ifs improvement. Discussion of subjects pertaining 
0 ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which wili be published. 

Ad vertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially either for money or 
in consideration of advertising patronage. 








Last week we spoke of the amount of work on 
hand in the shovs of the locomotive builders and of 
the impossibility of getting early deliveries. Prac- 
tically the same condition is true of the car build- 
ing works, except that the latter have lately been 
naming higher prices than the railroads care to pay. 
We have from time to time, in our news columns, 
referred to the postponement of orders for cars on 
account of high prices. This week we note two 
items which affect three roads requiring, in the ag- 
gregate, about 8,000 freight cars. 








In our news columns during August we noted or- 
ders for 12,661 cars. Of these cars 6,122 were box 
stock, furniture and refrigerator cars; 3,550 steel 
cars; 1,950 coal and gondola cars; 574 flat cars; 100 
tank cars; 48 for passenger service and 317 street 
railroad cars. Orders for 237 locomotives were also 
noted, of which only 14 were for export, the approxi- 
mate division of types being 72 passenger engines; 
146 freight engines and 19 switching engines. The 
orders for locomotives are almost exactly double 
those placed for the previous three months respec- 
tively. The increase in orders for cars is even more 
marked, as only 5,550 cars were ordered during July 
against 12,661 during August. Many of those or 
dered during the last month will not be delivered 
until 1900. This increase is the more remarkable 
as it occurred during the mid-summer season, and it 
confirms our prediction, made over a month ago, 
that when the crops were assured large numbers of 
cars would be ordered, or built by the railroads in 
their own shops. 





The compilation of gross earnings of the railroads 
for the first half of this calendar year, as made by 
the Financial Chronicle, was revised and extended 
in its last issue. The earnings of 166,599 miles of 
road amounted to 600 million dollars. It is esti- 
mated that the increase for all the railroads of the 
United States would amount to 40 million dollars, 
or perhaps to two or three million dollars more. 
This follows an improvement in the first half year 
of 1898 of 70 million dollars. In this gain in gross 
earnings the Pennsylvania (lines east End and 
West of Pittsburgh) leads with an increase of ¢1 
millions. The Lehigh Valley comes next’ with 2} 
millions, and the Milwaukee & St. Paul next with 
2% millions. The Reading, the Northwestern, the 
Southern, the Canadian Pacific and the Central of 
New Jersey each gained over a million. In fact, the 
Reading with its coal and iron companies wouid 
have shown over two millions had its figures been 
reported for six months, those given being for only 
five months. All of which is pleasant reading. 





Poor’s Railroad Statistics. 





The introduction to ‘Poor's Manual” for 1899 is 
just received and the volume itself will be issued 
complete within a few days. This gives statistics 
of railroads of the United States to the end of 1898, 
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or six months later than ‘the Interstate Commerce 
Commission statistics, which we have recently pub- 
lished. Poor’s statistics cover 186,810 miles of com- 
pleted railroad, the net increase in the calendar 
year having been 2,219 miles. According to the 
figures gathered by this statistician, the total num- 
ber of miles built in 1898 amounced to 3,199; but 
980 miles of line was abandoned, transferred to 
side track or equipped with electricity. Poor’s fig- 
ures of new construction show miles built as fol- 
lows, 1896, 2,068; 1897, 2,161; 1898, 3,199. 

The statistics of earnings are for 184,532 miles, 
but traffic statistics are reported for 184,194 miles, 
or 338 miles less; that is, such mileage did not re- 
turn traffic statistics. The total revenue train miles 
amounted to 905 million. The passenger miles were 
13,6721% million, and the ton-miles 114,566 million. 
This enormous traffic yielded a revenue of 1,24914 
million dollars, or net earnings of 390 millions. 
Other receipts were 104% millinnus, giving a total 
available revenue of 494.2 millions. Interest on 
bonds absorbed over 237 millions and dividends 95 
millions. 

The dividend paid on the total share capital of 
the railroads of the United States was greater than 
in any year since 1893, namely, 1.68 per cent., which, 
to be sure, is not a very large return, but it is con- 
siderable satisfaction to see that there is a little 
improvement. The gross earnings per mile of rail- 
road for the railroads of the United States 
amounted to $6,771 and the net to $2,111. 

The passenger rate was the lowest yet recorded, 
namely, 1.994 cents. Since 1888 the decline has been 
0.252 cent; that is, the rate has fallen off 11% per 
cent. The receipts per passenger train mile fell 
in the same interval from 93.74 cents to 79.07 cents, 
or 15% per cent. The average number of passen- 
gers per passenger train fell in the interval from 
41.73 to 39.66. 

The ton-mile rate fellin the 10 years from 0.977 cent 
to 0 758, 222 percent. This, like the passenger rate, is 
the lowest yet reached, but, on the other hand, the 
freight-train earnings per mile increased in the in- 
terval; that is, in 1898 this figure was 155.71 cents; 
in 1898 it was 160.09, a gain of 3 per cent., during 
the time when the rate fell 222 per cent. In this 
same period the freight earnings per mile of rail- 
road rose from $4,398 to $4,717. Passenger earnings 
per mile of railroad in the same interval fell from 
$3,105 to $2,796. Of course the difference is not only 
that the volume of freight traffic has increased, as 
shown by the heavier earnings per mile of railroad, 
but that it has been within the power of the rail- 
road companies to increase the train-load of freight, 
which they could not do with passengers. This in 
1888 averaged 159.86 tons; in 1898 it had risen to 
211.06 tons. 

In all of these matters and others some very in- 
teresting comparisons may be made between the 
results in the different groups of states. We find, 
for instance, the lowest average passenger rate in 
the Middle States, namely, 1.8 cents, and yet we 
find there next to the highest receipts per mile 
of road, namely, $3,154. In the New Eng- 
land States the rate is .03 cent higher and the re- 
ceipts per mile of railroad amount to $4,486. There 
the average train-load numbers 57.92 persons, while 
in the Middle States it is 42.18. The lowest passen- 
ger earnings per mile of railroad are in the South 
Atlantic States, namely, $829, while the rate there is 
relatively high, namely, 2.25 cents. The average pas- 
senger train-load is 31.94 individuals. The highest 
passenger rate is in the Northwestern States, name- 
ly, 2.29 cents, but the earnings per mile amount only 
$874. 

The ton-mile rate, naturally, is lowest in the Mid- 
dle States, namely, 0.61 cent, but, on the other hand, 
the freight receipts per mile of road are there the 
highest, namely, $10,050. Both of these facts are 
due to the same obvious reasons; here is concen- 
trated the dense through traffic of the trunk lines, 
and here an immense tonnage of coal is moved. 
The highest ton-mile rate is found in the New Eng- 
land States, 1.19 cents, Which, of course, comes from 
the fact that there the proportion of valuable com- 
modities is much higher, there being a relatively 
great movement of manufactured products and gen- 
eral merchandise. The average train-load there is 
next to the smallest of all the groups, namely, 162.46 
tons, and the biggest is in the Middle States, 233.18. 
The smallest freight train-load is in the Southwest- 
ern States, 161.28 tons. 

Mr. Meany, the editor of “Poor’s Manual,” prom- 
ises us as a part of this year’s Manual an install- 
ment of pages of a work now in preparation, en- 
titled “A Study in Railway Statistics.” This, how- 
ever, did not come to us with the advance sheets of 
the introduction. 


The Latest Grain-Rate Decision. 





Commissioner Prouty’s opinion on export and do- 
mesti: rates on flour and grain is based on one of 
the most comprehensive inquiries that the Com- 
missivn has ever made, and the case is spoken of by 
some of our contemporaries as one of the most im- 
portant ever reported on by the Commission; but if 
one is to judge by the order which the Commission 
has decided to issue, it would be nearer right to call the 
case one ¢f the least important. The biggest discrimi- 
nation dealt with in the inquiry was that caused by 
carrying export corn from Chicago to New York 
at rates about 30 per cent. less than those charged 
for domestic shipments; but on this point the deci- 
sion is, in effect, that the question is so difficult that 
its solution must be given up. This, and a simi- 
larly cautious tone in other parts of the opinion, 
lead railroad men and others to say that the deci- 
sion is of little consequence. The term “important” 
may, however, very well be applied to it, in the 
sense that the explanation of the difficulties sur- 
rounding the making of freight rates on grain will 
constitute a valuable lesson to those editors and 
Congressmen who think that the Government could 
make all rates, and do exact justice to all shippers. 
It is true that not many makers of public opin- 
ion now advocate the actual assumption of further 
powers by the Government in this direction; but 
the feeling that a Commission could, if the people 
chose to so order, straighten out the annoying rate 
tangles that now exist, evidently colors the argu- 
ments in many editorials and speeches; and it will 
be a good thing if Mr. Prouty’s patient, calm and 
lucid exposition of this knotty problem shall be ex- 
tensively read. He has omitted some of the prin- 
ciple arguments which public-spirited railroad men 
use to justify themselves in making rates which dis- 
criminate against one interest for the apparent ben- 
efit of a rival interest, but the exposition of the sub- 
ject is luminous as far as it goes. We canont think 
of summarizing the decision, as the mere statement 
of the conclusions, on this one branch of the sub- 
ject, fills 14 pages. The reader will have to get the 
full report. The conclusions on the other two 
points (1) flour vs. grain and (2) publication of tar- 
iffs, take 10 pages more, and the statement of facts 
(without quoting any of the testimony at length) 
takes 38 pages, so that altogether we have 62 pages, 
a thick pamphlet. 

Perhaps the most noticeable feature of the opin- 
ion is that in which it is declared unjust to carry 
freight cheaper for Englishmen and Germans than 
for Americans. As this dictum has been already ac- 
cepted by one wide-awake newspaper which is 
classed as a friend of free trade, we may assume 
that Mr. Prouty’s view will prove popular; but it 
would have been no more than fair if he had given 
a little more prominence to the other side; to the 
business arguments by which the cold commercial 
mind seeks economy in transportation (or production 
or barter) without regard to the place wherethe cus- 
tomer resides. The Supreme Court decided in the 
Texas & Pacific case that New York shippers should 
not be favored above those of Liverpool. Pussibly this 
apparent undue friendliness to the Englishman could 
be excused by the plea that the main purpose of the 
decision was to protect the American citizen who re- 
ceived the freight in San Francisco; but if prin- 
ciple is to govern, it will be difficult, at least for the 
business man, to see wherein the present case dif- 
fers materially from the Liverpool-San Francisco 
case, 

As the preceding decisions of the Interstate Com- 
merce Commission on export and import rates have 
had practically no effect on rates, and as discussions 
based on protection of home industry or on the 
usual considerations of market conditions and 
“what the traffic will bear” seem to produce no use- 
ful result, why not abandon this line of argument 
and come down at once to the question of cost? The 
experience of the last few years, since the Galves- 
ton lines became important, has shown quite clearly 
that the privilege of carrying European grain to the 
seaboard is competed for by so many roads that no 
one of them is likely, at lesst for years to come. to get 
more than the very smallest profit on this freight. 
Since the partial or complete abandonment of secret 
rates which began during the current year, it has been 
very plain that all the lines have been making ex- 
port grain rates at about what was estimated to be 
the actual cost. ‘“Cost’’ cannot be accurately com- 
puted, and every traffic manager who has in his 
mind an assumed basis of cost probably makes some 
bids below and some above that basis; but the re- 
sultant average is a rate indicating that he does not 
expect to get business except at a margin of profit 
so small that he never feels sure of any profit at all, 
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until the transaction has been completed. This be- 
ing the case, why should not the Interstate Com- 
merce Commission’s philosophical dissertations be de- 
voted to something more tangible thin they have been 
inthe past? It is true, as the pre ent report states, 
that the whole trouble is in the sharp competition of 
American railroads with one another; but appar- 
ently the only way in which this can be stopped, 
or moderated, will be for the Commission to de- 
cide, and to get the courts to approve the decision, 
what share each road should have. And as the traf- 
fic cannot be apportioned, owing to the wide extent 
of territory in which it originates, what scientific 
basis exists for prescribing a rate except the cost of 
service? 

This question of the competition of our too-nu- 
merous railroads is, indeed, the vital point. Mr. 
Prouty says that in making expoit rates t o low the 
railroad loses money ; bu: this is not true unless we 
treat all the railroads as a single interest, and there 
is nosense in doing that. In point of fact each indi- 
vidual road. in making a !ow rate, secures business 
that otherwise it would not have secured; so that un- 
less it carries at cost or less, it makes money. There is 
much talk, even among railroad men, of how traffic 
managers make fools of themselves in reducing 
rates, but the facts do not bear out the shallow rea- 
soning on which such assertions are based. A traf- 
fic manager who cuts rates all the time for five 
years, ana yet satisiies his directors that he is making 
the best possible use of their property, has some- 
thing besides foolishness to back him up, we may 
be sure. The railroads as a whole are, very likely, 
getting less money out of the export grain than they 
might get if they could mitigate the severity of their 
competition; but the Interstate Commerce Commis- 
sion gives us no light on how to do that. For the 
views of the Government on that problem we have 
to turn to the unofficial utterances of Chairman 
Knapp, in approval of pooling, which as yet do not 
seem to receive very warm support from his col- 
leagues. 

Mr. Prouty’s decision that Chicago millers ought 
to have as good a discount on flour as is granted to 
those of Minneapolis is based, of course, on the long 
and short haul principle; and this principle, as we 
have often pointed out, is based, not on economy of 
service or sound commercial considerations, but on 
the feeling of the public that rates which obviously 
disregard distance have an unpleasant look! In 
the present case the final argument is that if the 
principle is not observed an industry will be en- 
tirely killed out. We are sorry for the interior 
millers, but do not industries often suffer death 
from many other causes as well as from railroad 
competition? 

In discussing the rate on flour as compared with 
that on wheat the decision is rather unsatisfactory. 
This is due apparently to the dearth of evidence as 
to the causes for differences in the rates on these 
two commodities in the past. We are inclined to 
think that these differences have been due to the 
competition being much severer in grain than in 
flour. If this is so, and perfectly free competition 
being one of the most cherished ideals of our law- 
makers, why should not these results be allowed to 
stand? 

On the subject of the publication of tariffs there 
can be but one opinion. Publicity of all rates is 
desirable everywhere. The publication of export 
tariffs should not be declared impracticable until 
after determined and protracted efforts have 
proved unsuccessful. 





Annual Reports. 





New York Central & Hudson River.—Mr. Callaway 


‘took his seat as President of the New York Central 


& Hudson River Railroad 14 months before the date 
of this report, and we judge that in the period he 
has performed many of the duties of General Man- 
ager, as well as those ordinarily assumed by the 
President. During that time there has been consider- 
able change in the working staff also. Obviously, the 
first annual report of the new President will be read 
with more than common interest. It is yet too soon 
to realize all the effects of the change of administra- 
tion, nor would the present administration claim all 
the credit for the results got by greater power and 
efficiency of the locomotives and the cars. Neverthe- 
less, this administration is responsible for the events 
of the last year, and as it must stand all the criti- 
cism, so also it is entitled to all the commendation. 
We find that the gross earnings for the year (in- 
cluding rentals) increased $410,417, or less than ,% 
of 1 per cent.; but the net earnings increased $792,450, 
or nearly 5 per cent. Obviously, there must have 
been a substantial decrease in working expenses, and 
we find that in fact this decrease amounted to $382,- 
038, or 1.3 per cent. But, further, this decrease was 
all in cost of transportation. The items of mainte- 


nance of way and maintenance of equipment in- 
creased a little ($49,000), as did general expenses, but 
the cost of conducting traxsportation decreased $448,- 
155, or 2.4 per cent. 

It goes, as a matter of course, that this saving in 
cost of doing the work was in spite of a greatly in- 
creased amount of work. The movement of revenue 
freight was greater in 1899 than it was in 1898 by 
159,000,000 ton-miles, or 3% per cent. The passenger 
movement was greater by 42,000,000 passenger-miles, 
or 6 per cent. On the face of it, to have reduced 
cost of transportation 1.3 per cent., while the work 
done increased 3% per cent. and 6 per cent., is skilful 
railroading, and this is particularly true in a season 
when those prices which would have affected the 
cost of transportation were advancing. 

Looking a little further into the particulars, we 
find that the average freight train-load for the en- 
tire system in the year now reported on was 346 tons, 
and that it was increased over the train-load of 1898 
by 26 tons, or more than 8 per cent. We find also the 
interesting statement that the average train-load of 
through freight on the New York Central main line 
was 750 tons. This item has not been ascertained 
heretofore and therefore we cannot make compari- 
sons. 

It follows from this increase in average train-load 
that the engine mileage increased less than 1 per 
cent., or a little more than ,5 of the increase of 
the preceding year. The actual number of freight 
cars used in handling the traffic were slightly less 
than the year before. This better result in train- 
loading was helped somewhat by an increase of 12 
per cent. in the westbound tonnage, for normally the 
empty car-mileage moving west is very great, and 
we suppose that for this better condition the trans- 
portation department can hardly be responsible. It 
may have been due partly to the efforts of the traffic 
department and more to the general condition of the 
country. 

The ton-mile rate of course fell off, namely, from 
0.61 to 0.59 cent. Nevertheless, the earnings per 
freight-train-mile were 1.90, as compared with 1.83 
the year before, a gain of 3.8 per cent. 

There was a perceptible improvement of passen- 
gers also. The rate per passerger-mile fell off from 
1.86 cents to 1.82; but the earnings per passenger- 
train-mile increased 2 cents and the profit per pas- 
senger-train-mile increased 3 cents, namely, from 
40 to 43. 

The President says that the employment of 28 
moguls, each of which can haul 80 30-ton cars loaded, 
making a gross weight of 3,600 tons for the train 
and its load, has resulted in a saving of 505,114 train- 
miles in spite of the greater volume of freight traffic, 
and he says further that 20 additional locomotives of 
this type were ordered toward the close of the year. 

These facts are all that it is necessary to say now 
about the change in transportation management and 
its results. The main financial results of operation 
were as follows: 





Earnings— 1899. 1898. Inc. or Dec. 
WUIGEs. . <teacencdsccdsccaes $27,529,964 $27,496,130 I. $33,834 
POR Sava caicsee scseccace 13,723,115 13,250,801 I. 472314 
TEM cxccuadecccounce maxes 1,299,8 1,285,779 I. 14,061 
MEE ad decaccvdmenececes 1,654, 182 1,652,779 I. 1,403 
pl eee errr 1,882,308 1,984,791 D. 102,182 
Miscellaneous.... ......0+ cece 95,248 103,961 D. 713 

i) ee + Sedge $46,184,658 $45,774,240 I. $410,417 

Expenses— (63.07%) (64.47%) 
Maintenance of way and 

BEPUGCUION:. « . céccsuveasoncus $4,700,294 $4,697,237 1. $3,057 


Maintenance of equipment... 5,033,096 4,987,192 I. 45,904 


Conducting transportation... 18,250,703 18,698,858 D. 448,135 
General expenses....... ...... 1,144,888 1,127,727 I. 17,161 
WORRIA 65. ccs cewdvvcosensees $29,128,981 $29,511,014 D. $382,033 
Net from operation..... $17,055,676 $16,263,226 I. $792,450 


It will be observed that the increase in earnings 
from freight was very small, while that in earnings 
from passengers was important, which is the same 
story that we had to tell last week of the Erie, and 
of course the reasons for this situation are obvious 
and do not need to be repeated now. 

The gross income, including dividends on stocks 
owned, etc., amounted to $21,380,000. Out of this in- 
terest on funded debt to the amount of nearly $7,500,- 
000 and rentals to nearly 6,000,000 were paid, and 
$5,615,000 remained available for dividends. Four divi- 
dends of 1 per cent. each were declared, which ab- 
sorbed $4,000,000 and left $1,615,000 surplus for the 
year. 

All of these figures are for working the lines east 
of Buffalo, 2,395 miles. The Fall Brook and the Wall- 
kill Valley roads, which were taken over last spring, 
do not appear in the year’s accounts, but hereafter 
they will be included in the lines of the system, as 
will also the Beech Creek. The total mileage now 
controlled by the New York Central amounts to 
6,745 miles, but the Lake Shore and the Michigan 
Central appear in these accounts only in the items 
of interest paid on collateral bonds and dividends re- 
ceived on the stocks. 





Chicago, Milwaukee & St. Paul.—This company had 
a remarkable year in the 12 months to June 30 last, 
its gross earnings increasing in that period nearly 
twice as much as those of any other railroad in this 
country. The gain in gross was $4,120,968, nearly 
two-thirds of which was absorbed in larger expenses, 
mostly on account of improvement work, leaving net 
earnings higher by $1,360,000 than in the previous 


year. The present gains follow a very considerable 
improvement in 1898, the increases in gross and net 
in that year being respectively $3,702,896 and $1,078,- 
868. If the comparisons of revenue are carried back 
to 1895, which was the year of lowest revenue, re- 
cently, a very great expansion in receipts must be 
recorded. Roughly, gross earnings have gained over 
$11,000,000, or nearly 40 per cent., while in net the 
improvement has been about $4,000,000. The largest 
share of the increases in expenses in the period cov- 
ered has been due to the larger amounts expended 
on the roadway and equipment. 

The results of the past year show briefly, gross 
revenue of $38,310,632, total net receipts, $14,465,207, 
against which there was a charge of $6,890,120 for in- 
terest, leaving a balance, above all fixed charges, of 
$7,575,087. Deducting the preferred dividend of 7 
per cent., a surplus of about $5,296,000 was available 
for the common stock, equal to over 11 per cent. in 
that issue, 5 per cent. being paid in the year. How 
changed are the conditions under which the road is 
row operated, from those prevailing even a few 
years ago, may be inferred from the fact that only 
as late as 1895, but 2 per cent. dividends were paid on 
the common stock and the balance remaining after 
this payment was only $59,000. 

The maintenance accounts, including renewal and 
improvement funds, account for the largest share of 
the expansion in expenses during the year, about 
$1,750,000 out of a total of $2,761,000. The maintenance 
of way cost was approximately $800 a mile, while 
the work paid for out of the improvement appropria- 
tions was about $300 a mile additional. The rail re- 
newals called for 25,494 tons of rails, costing $446,996, 
against 42,260 tons laid in 1898, at a cost of $727,214. 
Bridge repairs included the replacement of 63 wooden 
structures, aggregating 6,410 ft., with steel structures, 
at a cost of $193,871, above the expenses of renewing 
these structures in wood, this amount being charged 
to operating expenses. The track work, included in 
expenses, embraced the building of side tracks, $210,- 
000, ballasting and grade reductions, except in the La 
Crosse and Council Bluffs Divisions, where an ex- 
tensive and systematic plan of lowering grades is in 
progress, the total cost of which is estimated at 
about $1,380,000, all of which will be charged to the 
renewal and improvement account, and will thus be 
paid for out of earnings, without any portion of it 
becoming a capital charge. 

The capital additions were unusually large, being 
$4,462,700, but the largest part of this was due to the 
acquisition of the Des Moines, Northern & Western 
road in Iowa, at a cost of $2,462,700; other large 
charges were $1,638,641 for additional equipment, 
$172,320 for real estate, and $121,000 for the construc- 
tion of various short branches. 

The operating statistics all show evidence of a 
marked progress in reducing the cost of working. 
The ton-miles increased about 450 millions, but this 
heavy increase in the freight movement was carried 
at an added expense for transportation cost of less 
than $700,000. The average train-load, which is the 
engine-load, gained over 10 tons in the year, largely 
as the result of a better car-loading. While there 
was seemingly inevitable drop in the freight rate, the 
receipts per freight train-mile were higher. These 
and other related statistics are given below for the 
last two years: 


13899, 1898. 
ROANG Sed ccc cae cuassetane nalts ean 15,830,156 14,230,742 
SEND oo oo a acadeenkanaewaads 070,580 2,621,348 
Freight train miles .. ......ccccecee 15,331,606 13,480,445 
Passenger train miles...............- 8,188,048 7,930,481 
Loaded freight car miles...... ...... 259,448,644 239,610,746 
Empty freizht car miles .. . . ..... 107,895,463 98,876,373 
Tons per loaded Car ....c+esccccescce il. 10.94 
Average freight train haul..... ... 194 184 
Average freight train load.......... 190 178 
eo ee 7 er ‘aun c. .937 c. .972 
Freight train mile earnings......... $1.78 $1.73 





Chicago Great Western.—President Stickney, in a 
recent circular pointing out the merits of the securi- 
ties of this company, started out with the proposi- 
tion that the road is ‘‘one of the trunk lines west 
of Chicago.” Passing over the technical question 
whether a line west of Chicago is a “‘trunk line,’’ and 
whether a company, whose gross earnings do not 
reach $6,000,000 a year, could be so designated, wher- 
ever situated, there has been much in the recent 
operations of the company to give its officers and 
those interested in its fortunes reason for congratu- 
lation. The report for the year to June 30 last is now 
at hard. The property has been carefully managed, 
and the development of the country traversed by its 
lines has given it large increases in earnings, and 
brought it to a condition of importance and prosper- 
ity, which it took courage to predict some years ago 
when it seemed to be always either emerging from a 
reorganization or rearrangement of finances, or get- 
ting ready for another. In the past year it earned 
enough balance over the 4 per cent. payment on the 
debenture stock (which represents half of the first 
mortgage bonds of the old Chicago, St. Paul & Kan- 
sas City) to pay 4 per cent. dividends on the pre- 
ferred stock A, which represents the other half of the 
old bonds. 

The gain in gross earnings in the year was $481,696, 
or 9 per cent., and in net earnings after taxes, was 
$284,552, or about 20 per cent. The totals for 929 miles 
of road, were $5,867,740 for gross and $1,720,223 for net. 
These were much the largest ever earned. The gross 
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per mile for the first time exceeded $6,000, being $6,313, 
while net per mile was $4,243. The recovery in earn- 
ings since the low point in 1895 has given gross in 
1899 nearly two-thirds larger than in the earlier year, 


while net revenue has considerably more than 
doubled. The course of receipts since 1895 is shown 
below: 
Gross earnings. Net earnings 
ees Occcece 30,301,/4u 91,924,225 
DD Sipkne sis essen gneusnneNeael 5,500,084 =, 008,071 
BIE nsndccusvuhcssascebes setect 4,65u, 300 3,235, 2/2 
_ See eccce 4,409,023 4,999,918 
BIDS accve cocvesccvccccveteccoss 3,056,097 3Ly,d0U 
Mr. Stickney says that the rebuilding of the line, 


which has been going on under a systematic plan 
since 1894, will be completed by’ the end of the pres- 
ent calendar year, when, he says, ‘‘the physical con- 
diticn of the roadway, and the equipment wiil com- 
pare favorably with the excellent condition of com- 
petitive lines, while in point of easy grades and cur- 
vatures, it will have no superior west of Chicago.” 

Mr. Stickney points out that the improvements, 
carried out permitted the operating ratio to be 
reduced from 77% per cent. of gross receipts in 1595 

67.21 per cent in 1899, and he thinks the figure will 
be reduced to 60 per cent., or less. 

The operating statistics are incomplete, the ton- 
miles, ton-mile rate, train-haul, etc., being, as usual, 
omitted. The tonnage decreased during the year 
from 1,814,750 tons to 1,721,854 tons, freight train mile- 
age increased 221,563 miles, and the freight train-mile 
revenue was $1.88, against $1.89. 





The story runs that Mr. Pullman used to give a 
gold coin to a lady of his family for the name of each 
Pullman car, it beiag her duty to name them all. 
Whether or not this is true we do not know, but all 
the world knows the results. They have made us fa- 
miliar with the names of Scipio Africanus and Numa 
Pompilius. We have learned also the names of 
Aphrodite and Astarte. We are told that there are 
Pullman dining cars running under the names of 
Hepatitis and Gastritis, but these we have not seen. 
To the plain citizen of the Republic this is impres- 
sive, but inconvenient. Who is there among us who, 
having got off at a way station to stretch his legs for 
a minute, has not been covered with confusion when 
it became necessary for him to ask a porter where his 
car was? And who is there who has not been 
amazed and enlightened by the porter’s pronouncia- 
tion of the name? We remember that once in trav- 
eling over the K. P., we found a young Pullman con- 
ductor who spent his spare time reading the Greek 
Testament. He said that he was a theological 
student, but we suspected that he was “chucking a 
bluff.” Later we have thought that perhaps he was 
preparing himself to master the nomenclature of his 
profession. We are not finding fault with the theory 
on which the Pullman cars have been named, but 
merely stating some matters of common observation. 
All of this is suggested by a note lately received from 
the Baltimore & Ohio people which informs us that 
it is their purpose to name their dining cars after 
well-known hotels, as, for instance, they will have 
the Waldorf, the Brunswick, the Manhattan and the 
Imperial. This will be a comfort for the citizen, but 
the porter will mourn for Scipio Africanus. 








A Cooke Ten-Wheeler for the Oregon Short Line. 

The Cooke Locomotive & Machine Co. has lately 
built for the Oregon Short Line eight 10-wheel freight 
engines, with 20x28 in. cylinders, one of which is 


Boiler tubes, dia. and length..... 2 in. dia, 13 ft. 3 in. long 
a ee a eee % in. 
Si heating surface oo, RO ee 2,353 sq. ft. 
2 IRs siiiks csaponce ees einacee 185 sq ft. 
sg * I sawh sink decekbad 2,588 sq. ft 
se SPRGS GOTOIID. ove viizasanscwcockidccasertenua 30 sq. ft. 
PND WHATS. Sos cocccinccsctsebacosatpeasteelde Richardson Allen 
* née ERD, sss waensondnicasumedenahinetoraseataaneed 5% in. 
SURNET APONTE S060 5:50: sbscaeccynn ecenwecnedpemnrce tee 15g x 18 in. 
DN cB oucnncn debhneeses season ae eee oee 3% x18 in 
RAMAN ialciinalawesie suneuoschsmiselea spew eeeetene ys inside, #8 outside 
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Special Equipment. 
Cast steel wheel centers. 
Midvale tires. 
Taylor iron driving axles and crank pins. 
Cast steel driving boxes. 
Cast steel crossheads. 
Carbon steel plates. 
New York air brakes. 
Steel cab. 
Ashton safety valves. 
Leech sanders. 
Golmar bell ringers. 
Nathan lubricators. 


TECHNICAL. 











Manufacturing and Business. 
At a meeting of the Pintsch Lighting Company, 
held on Friday afternoon at the office of the com- 
pany, Mr. Edward J. Berwind and Mr. George S. 
Baker, Jr., were made members of the board of 
direction, and a quarterly dividend of two per cent. 
payable on the first of October. 
Iron and Steel. 

The Cambria Iron Co. has declared a dividend of 
$1 per share, payable Oct. 238, to stock of record 
Sept. 15. 

The Republic Iron & Steel Co. has declared a divi- 
dend of 1% per cent. on its preferred stock, payable 
Oct. 1 to stockholders of record Sept. 15. 

A special meeting of the stockholders of the Colo- 
rado Fuel & Iron Co. has been called for Sept. 25 
to consider a proposition for increasing the com- 
pany’s capital stock from $13,000,000 to $25,000,000. 

Matthew Addy & Co., of Cincinnati, have been ap- 
pointed the sole sales agents for the Tennessee Coal, 
Iron & Railroad Co., makers of fousdry, mill and 
open hearth basic irons. 

The capital stock of the American Iron & Steel 
Manufacturing Co. of Philadelphia has been in- 
creased from $1,000 to $20,000,000. This is a con- 
solidation of the steel plant of J. H. Sternberg & 
Sons, the National Bolt & Nut Works of Reading, 
Pa., and the Pennsylvania Bolt & Nut Works of 
Lebanon, Pa. 

Car Lighting by Electricity. 
We hear of still another axle lighting apparatus, 
namely, that invented by Mr. McElroy, of the Con- 
solidated Car-Heating Co. This is undergoing trial 
on the Delaware & Hudson. 

It would not be surprising if the whole electric 
lighting situation were changed within the next year 
or two by a device which Mr. George Westinghouse 
has been cogitating and experimenting with more 
or less for a good while. In the main, his scheme 
would be to place a radically new generating 
mechanism on the locomotive itself and wire the 
train, using a few storage cells in each car. 

Government Work. 
Sealed proposals for constructing and repairing pile, 


was declared, 














Cooke Ten-Wheel Locomotive for the Oregon Short Line. 


shown in the accompanying engraving from a pho- 


tograph. The descriptive specification follows. 
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brush and stone dikes in Swinomish Slough, Wash., 
will be received at the U. S. Engineer Office, Burke 
Bldg., Seattle Wash., until 12 o’clock noon, Sept. 30. 
Harry Taylor, Captain of Engineers. 

Sealed proposals will be received at the Bureau 
of Yards and Docks, Navy Department, Washington, 
until 1 P. M., Sept. 30, for furnishing the labor and 
material to build a quay wall and move a wharf at 
the Navy Yard, Mare Island, Cal. Plans, specifica- 
tions and forms of proposal can be obtained from 
the Commandant of the Navy Yard, Mare Island, 
Cal. M. T. Endicott, Chief of Bureau. 

Interlocking. 
The State Railroad Commissioner of Ohio has ap- 
proved the plans for interlocking signals at the 


crossing of the Pittsburgh, Cincinnati, Chicago & 
St. Louis and the Cleveland, Lorain & Wheeling at 
Uhrichsville, and of the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis and Toledo & Ohio Central, at 
Mounds. 

The commissioner has also issued orders for the 
rearrangement of interlockings at Morgan Run and 
Newcomerstown. 

American Car & Foundry Company. 
On Sept. 2 the American Car & Foundry Company 
declared a dividend of 1% per cent. on the preferred 
stock, payable Nov. 1. A by-law was adopted mak- 
ing the first Tuesday of January, April, July and 
October days for the declaration of dividends. Some 
figures of the business done by this company for five 


months, being March to July, 1899, inclusive, are 
given below: 
PROT SORE NE occ h sex dadiccostcosncne ent paeexwetswas 61 
Freight cars built, including refrigerator and ca- 
MOORS COON: n issbawcsndceic, as cseseneanveniaobanenn aide sles 26,269 
CRO  MEMCOIS DABNG .is'cic vcd ccwnssemeicwsch esos ecaneseyc sen 315,315 
CAP ORIOR OOOO. wsscictsucecrneep isa sels bapswesasaaia ye 5,608 tons 
Castings for cars, locomotives, etc.............. 29,106 ‘* 
BRE, Tee I cs vec rcavcccickcusnecdsiwab eas sveccned 30,186 ‘‘ 
EOD TD OG iis be sncsvie ncn sicnscus asl navies ioe = 
Brass SOUTMAl BeASINAS: 02:6. css cceciicisccsewcace 424, 800 lbs. 
There was a large business in repairs of cars and 
sales of forgings, malleable iron, lumber and miscel- 


laneous articles. 

The net profit for five months was $1,238,588.24. The 
results for August are estimated to be at least equal 
to the average for the five months. Orders were re- 
ceived during August for about 6,000 cars. 


~ THE SCRAP HEAP. 








Notes. 

The car house and machine shop of the Allentown 
& Lehigh Valley Traction Co., at Allentown, Pa., 
were destroyed by fire on the morning of Aug. 29, 
together with 10 street cars and other property. Loss 
$20,000. 

A press dispatch from Springfield, Ill., reports that 
a passenger train of the Peoria, Decatur & Evans- 
ville was stopped by robbers at Lincoln, Ill., on the 
night of Sept. 1, and that one robber was killed by the 
trainmen. 

Mayor Maybury, of Detroit, announces that he is 
going to stop the freight abuse on the electric roads 
running between that city and suburban towns. The 
street railroad companies have established regular 
freight depots, and it is said that they are very free 
in the use of the sidewalks as platforms on which to 
handle freight. 

The Canadian Pacific Steamship Line between 
Vancouver and Sydney, Australia, has been sold 
under foreclosure for £145,000 to the New Zealand 
Shipping Company. The stockholders lose their en- 
tire investment, but Mr. Huddart, the chief pro- 
moter, is said to be organizing a new company to 
run on the same route. 

On the Chicago Great Western near Luray, Ia., 
one night recently two brakemen on a freight train 
were killed in a fight with tramps on the top of one 
of the cars of a train. The tragedy was not dis- 
covered for some time afterward and the murderers 
are still at large. The brakemen were thrown off 
the train and several bullet holes were found in 
their bodies. 

The Baltimore & Ohio now grants time passes to 
all enginemen and conductors who have been in 
the service of the road one year or more, the passes 
being good for the recivient and his wife and 
children. As the company would not refuse trans- 
portation of this kind to a conductor or engineman 
in good standing, the officers take the view that the 
transportation might as well be given out all in one 
lump. 

The Galveston City Railroad, Galveston, Tex., 
which has been in a receiver’s hands for the past two 
years, was sold to Julius Runge, of Galveston on 
Sept. 5, for $905,000. Mr. Runge is understood to rep- 
resent the stockholders. The road was bonded for 
more than $1,100,000. Since being in the receiver’s 
hands it has been greatly improved, a new roadbed 
having been built and new rails laid over one-third 
of the line of 36 miles. 


The Birmingham Board of Trade has passed vig- 
orous resolutions, and is circulating them throughout 
the State, declaring that the Alabama Railroad Com- 
mission ought to be abolished as a useless institu- 
tion. The merchants evidently want a Commission 
which is ‘‘nearer the people,” one of their objections 
to the present Commission being that it is ap- 
pointed by the Governor. They desire a Commis- 
sion like that in Georgia, which is elected by the 
people and can order changes in rates. 

The Government railroads in Canada (the Inter- 
colonial and the Prince Edward Island) and the 
Southern Pacific (Pacific system) have issued new 
orders regulating the hours and wages of telegraph 
operators. In the Canadian case it is said that there 
is a considerable increase of pay, the new regulations 
being similar to those now in force on the Grand 
Trunk. The Southern Pacific has ameliorated the 
conditions at small stations, where only one man 
is employed, and has advanced wages at stations in 
the Arizona desert. 

Progress in Automatic Couplers and Brakes. 
The Interstate Commerce Commission reports that 


on June 1, 1899, 262 roads reported an aggregate of 
1,251,415 freight cars and 34,487 locomotives owned, 
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Of the freight cars, during the six months ending 
June 1, 113,233 were reported as having been equipped 
with automatic couplers and 79,554 with train brakes, 
which brings the total so equipped up to 1,040,147, or 
83 per cent. of the freight cars equipped with auto- 
matic couplers and 698,719, or 56 per cent., equipped 
with train brakes. 

Of the 34,787 locomotives owned on the ist of June, 
32,426, or 98 per cent., are equipped with driving wheel 
brakes. 

The Boston Terminal Station. 

It is announced that the trains of the Providence 
Division of the "New York, New Haven & Hartford 
will begin running to and from the new station at 
Boston on Sunday, Sept. 10. The number of regular 
passenger trains arriving at and starting from this 
station, on week days, by all the lines, will then be 
737; and on Sunday the total will be 197. The list of 
departures and arrivals, printed for the use of em4 
ployees, shows all of the trains, both outward and 
inward, in a single list, in the order of time as shown 

















in the extract below: . 
Route. (Train, Lv. Ar.|'Track. To or From. 
| 
| 
B..& A. 163 |5:30)... | 3 |So. Framingham local. 
N. a. | 5.174 | 5:32, 25 |Newport via Taunton. 
Ke 3.279 (5:32 12 |\NDedham via West Roxbury. 
bid 6,564 5:33) 26 |Fairmount. 
< 6,555 5:34 meee 22 |Dorchester. 
B. & A. 155 5: sot 2 |Riverside via N. Highlands. 
N.H. | 5,176 |. (5:37) 20 |Mattapan. 
Ke 3,283 5:37 | 9 |Forest Hills. 
i 3,262 |....|5:38) 8 |Forest Hills. : 
B. & A. 46 5:38) 7 |So. Framingham Jocal. 











Transportation Exhibits at the Philadelphia Na- 
tional Export Kxposition. 

Transportation exhibits are to have an important 
place at the National Export Exposition at Philadel- 
phia from Sept. 14 to Nov. 30. The Transportation 
Building is 450 ft. long and 75 ft. wide, and is sup- 
plied with trackage available for exhibits of rolling 
stock. It has track connection with the Philadel- 
phia, Wilmington & Baltimore line of the Pennsyl- 
vania. The exhibits are to embrace everything mod- 
ern in the way of carrying facilities, including steam 
locomotives and rolling stock and electric car equip- 
ments. The Baldwin Locomotive Works will ex- 
hibit two locomotives which are to be changed at 
intervals, so as to show the different types and latest 
improvements in locomotive building. A complete 
exhibit will be made, also by the Richmond 
Locomotive Works. There will be an elaborate dis- 
play of street cars of the trolley type. Among the 
other exhibits will be freight, refrigerating, Pullman 
Palace and pressed steel cars; also car wheels, rails, 
switches, frogs and other railroad supplies of the 
latest pattern. 


Railroad Disaster in Chile. 

Press reports of a widespread and disastrous storm 
in Chile Aug. 24, state that a steel bridge over the 
Mapocho River fell with a passenger train, killing 
65 persons. In Valparaiso 10 persons were drowned 
by floods. 








LOCOMOTIVE BUILDING. 





The Fitchburg has ordered six passenger locomo- 
tives from the Manchester Locomotive Works. 


The Baldwin Locomotive Works have received an 
order to build one engine for the Cape Fear & North- 
ern. 


The Kansas City, Pittsburgh & Gulf officially de- 
nies the report published by a contemporary that it 
has ordered 23 locomotives. 


The St. Paul & Duluth is reported as contemplating 
buying some engines, but the authority of the Board 
of Directors has not yet been given. 


It is reported that the Hidalgo & Southeastern has 
ordered 20 cars from the American Car & Foundry 
Co., to be built at its St. Charles works. 


The Wheeling & Lake Erie has placed the order for 
the 10 locomotives referred to In our issue of August 
11, with the Pittsburgh Locomotive & Car Works. 


The Mexican Central has ordered seven more con- 
solidation locomotives from the Baldwin Locomo- 
tive Works. We noted an order for five engines in 
our issue of July 21. 


It is reported that the Atchison, Topeka & Santa 
Fe is considering ordering 25 or more locomotives, 
but that nothing definite has been settled as yet. The 
statement is denied officially. 


Press dispatches from Europe state that the Saxon 
State Railroads have placed an order with the Bald- 
win Locomotive Works for 20 compound locomo- 
tives. We are told by the Baldwin Locomotive 
Works that the contract has not yet been received by 
them. 


CAR BUILDING, 








_The Fitchburg has given an order to the Laconia 
Car Co. for 200 freight cars. 


The Board of Directors of the St. Paul & Duluth 
will consider ordering passenger cars. 


The Illinois Central order for from 20 to 30 pas- 
senger cars will probably be let this week. 


The Duluth & Iron Range is considering ordering 
about 350 steel cars of 100,000 lbs. capacity. 


Officials of the Missouri Pacific deny havirg placed 
an order for passenger cars, as stated last week. 


The Pennsylvania has increased the order for steel 
cars, referred to in our issue of August 18, to 2,000. 


We are informed that the Canadian Pacific will 
build at its shops 400 box cars and 60 furniture cars. 


f The Illinois Central will build at its Burnside shops 
500 ~ cars. They are to be equipped with Fox 
trucks. 


Rhodes, Curry & Co., of Amherst, N. S., have an or- 
der - build 150 box cars for the Intercolonial of 
Canada. 


The Butte, Anaconda & Pacific has ordered 100 
more steel cars from the Pressed Steel Car Co., mak- 
ing 200 in all. 


It is reported that the St. Joseph & Grand Island 
contemplates ordering about 50 stock cars to fill 
vacant numbers. 


It is reported that the Chicago, Milwaukee & St. 
Paul is preparing specifications for a large number 
of passenger cars. 


We are reliably, but not officially, informed that 
the Wisconsin Central is asking bids on 1,000 box 
cars of 60,000 lbs. capacity. 


The Chicago & Alton has ordered 100 furniture 
cars, like those noted in our issue of August 25, from 
the Mount Vernon Car Mfg. Co. 


The Detroit, Grand Rapids & Western has placed 
an order for 200 flat cars and 100 furniture cars with 
the American Car & Foundry Co. 


In addition to the 100 cars referred to Au- 
gust 18, the Mexican Central has contracted with the 
American Car & Foundry Co. for 100 freight cars 
(probably box) to be built at Detroit. 


The report published in our issue of August 25 to 
the effect that the Missouri Pacific had ordered 
1,000 freight cars was correct. Five hundred will be 
built at St. Louis and 500 at Madison. 


It was the intention of the New York Central & 
Hudson River and Michigan Central to order severai 
thousand freight cars, but the orders have been post- 
poned owing to high prices made by the car builders. 


In June we referred to orders for 300 cars placed 
by the Egyptian State Railroads with the Pressed 
Steel Car Co. An additional 100 was subsequently 
ordered, making 400 in all, of which 270 are yet to be 
delivered. 


Pullman’s Palace Car Co. has an order to build 
300 coal cars from Louisville, Evansville & St. Louis 
specifications, but the names of the buyers have not 
been given out. We understand the cars are for 
private parties. 


The Wheeling & Lake Erie has ordered 10 cars for 
passenger service from Pullman’s Palace Car Co., 
and although it was decided early last month not 
to place orders for the freight cars on which bids had 
been received, it is now again stated that some or 
all of the cars needed will be contracted for. 


Last week we noted that the Baltimore & Ohio 
Southwestern was considering ordering 1,000 or more 
box cars. It is understood that this road recently 
asked several car builders for approximate prices 
on 1,000 or more box cars, but as the figures sub- 
mitted showed such an advance in cost, the man- 
agement put the matter in abeyance for the present. 
It is not unlikely that the bids will be reconsidered 
in the near future. 


The contract for coal cars awarded August 28 by 
the Flint & Pere Marquette to the American Car & 
Foundry Co., and referred to last week, calls for 100 
cars of 60,000 lbs. capacity for November delivery. 
The estimated weight of these cars is 32,000 lbs., and 
they will measure 37 ft. long over end sills, 9 ft. wide 
over side sills and 8 ft. high. The specifications in- 
clude Simplex bolsters, one-half Monarch Solid and 
one-half Sterlingworth brake beams, Westinghouse 
air brakes, Ajax brasses, Gould couplers and draft 
rigging and diamond trucks. 








BRIDGE BUILDING. 





ANNAPOLIS,MD.—The County Commissioners for 
Anne Arundel County will on Sept. 12 receive sealed 
proposals for building a steel draw to Long Cove 
Creek Bridge. J. E. Greiner, Consulting Engineer, 
= = O. Building, Baltimore, Md. A. K. Starlings, 

erk. 


ATLANTA, GA.—City Engineer Clayton, reports 
state, has approved the plans for the Whitehall St. 
bridge. The Southern Ry. is interested. (July 14, 
p. 512.) 


BELL POINT, O.—Lyman P. Lewis, County Audit- 
or, Delaware, O., will receive proposals until Sept. 
13 for a steel bridge with a single span over Mill 
Creek at this place. 


BELTON, TEX.—The Bell County Courthouse 
bonds to the amount of $8,000 have been approved 
by the Attorney-General; also an issue of $12,000 of 
brie) bonds. B. D. Lee, County Clerk. (July 28, 
p. i 


BIRMINGHAM, O.—Bids received by J. C. Hauser, 
President of the Board of County Commissioners, on 
Aug. 29, for a bridge over Vermillion River were as 
follows: Toledo Bridge Co., $9,875; Masillon Bridge 
Co., $9,500; Pittsburgh Bridge Co., $15,200; Brackett 
Bridge Co., $9,990; Canton Bridge Co., $10,900 and $11,- 
900; Variety Iron Works, $17,433; Iron Substructure 
Co., Columbus, O., $9,975; King Bridge Co., $6,698, 
$5,998 and $9,198. (Aug. 11, p. 572.) 


BOSTON, MASS.—The War Department has ap- 
proved the plans for a new bridge on Alford St., 
Charlestown. This bridge is known as the Malden 
bridge and connects Boston and Everett. It will be 
815 ft. long, 60 ft. wide and have a 60-ft. retractile 
draw, allowing an opening of 50 ft. The appropria- 
tion for the bridge is $250,000. 


CAVE IN ROCK, ILL.—W. M. Ball, Surveyor of 
Hardin County, informs us that under the new law 
there will probably be some new bridges built in the 
county this fall. 


CALVERT, TEX.—Bids will be wanted next month 
for building the proposed bridge across the Brazos 
River, which is estimated to cost $12,000. W. S. Al- 
len is - member of the Committee on Location. (Aug. 
18, p. 587.) 


CHICAGO, ILL.—Plans have been prepared by 
City Engineer Ericson for the connection between 
the North and South Sides. The plans include both 
a subway and a viaduct. 

Major W. L. Marshall, Corps of Engineers, U. S. 
A.. received the following bids Aug. 28 for one single 
and one double track railroad bridge near Bureau 
Junction, Ill. Two propositions were considered: (1), 
without trains; (2), with trains: Toledo Bridge Co., 
(1), $34,993.35; (2), $35,707.50; J. G. Wagner Co., Mil- 
waukee, Wis., (1), $32,930.25; (2), $32,930.25. Chicago 
Bridge & Iron Co., (1), $32,454.15; (2), $32,454.15. King 
Bridge Co., (1), $37,508.50; (2), $38,302. Lassig Bridge 
& Tron Works, Chicago, IIl., (1), $29,195; (2), $29,195. 
en Bridge & Iron Co., (1), $35,707.25; (2), $36,- 
The city, according to Commissioner of Public Works 
McGann, needs $2,000,000 for the repair of bridges 











and will apply to the Council for funds. The bridges 
at Weed St. and Clybourn Place are closed to traf- 
fic. Other bridges at North Ave. and Division St. 
are about ready to give way, and will probably be 
closed soon. 


CLARION, PA.—The old Pike bridge will probably 
be replaced by a new iron or steel bridge. 


CUMBERLAND, MD.—Steps will probably be 
taken to have the Piedmont & Cumberland RR. 
build the bridge from Market St. to the junction of 
Water and Cumberland Sts., which it is authorized 
to build. 


DELPHI, IND.—Bids are wanted for six small 
county bridges by Sept. 20. J. Nevin, County Com- 
missioner, Carroll County. 


EATON, O.—County bridge bonds for $15,000 will 
be sold on Sept. 16. W. A. Eidson, Preble, County 
Auditor. 


EVERETT, WASH.—Sealed bids will be received 
by the Commissioners of Snohomish County until 
1 P. M., Sept. 12, for building two bridges on the 
Granite Falls & Hartford road, 120 and 75 ft. re- 
spectively in length, and according to plans and 
specifications on file with the County Auditor. T. 
E. Headlee, Clerk of Board of County Commissioners. 


GARDINER, ME.—The Maine Central is building 
a two-mile branch at Gardiner requiring a half mile 
of pilirg and trestle bridges. (Railroad Construc- 
tion ‘column.) 


GLEN MILLS, PA.—Captain Joseph H. Huddell, 
Geo. B. Adams and Edgar T. Miller are a committee 
appointed by the County Court to decide upon plans 
for the proposed new bridge over Chester Creek. 
(Aug. 18, p. 587.) 


GRAFTON, N. D.—On Sept. 12 bids will be opened 
for two new bridges and for repairing one bridge. 
O. M. Fraser, Auditor of Walsh County. 


GRANTSVILLE, MD.—An 81-ft. span bridge will 
be built over Castleman River. Address A. G. Ross, 
Clerk of Garrett County. 


HAGERSTOWN, MD.—The Board of County Com- 
missioners of Washington County has decided to 
build a steel bridge over Catoctin Creek, at Leather- 
man’s Ford. 


HELENA, ARK.—Lee Fish of Shelbyville, Ind., has 
the contract for building eight steel bridges in 
Helena. 


HOUSTON, TEX.—Harris County proposes to is- 
sue $50,000 for bridge work. 


KANSAS CITY, MO.—It is reported that plans 
for the Metropolitan St. Ry’s. steel viaduct at Eighth 
St. have been completed and that bids will soon be 
asked for this work and repairing several bridges. 
(March 10, p. 177.) 


KEMPTVILLE, ONT.—The town will build an iron 
bridge this fall, according to report. 


LA MOURE, N. D.—The Hewitt Bridge Co. of 
Minneapolis, Minn., has the contract at $1,879 for a 
combination bridge of 65-ft. span across the James 
River; also for a 30-ft. span bridge across Maple 
Creek, ard repairs to a bridge across the Cottonwvod 
Creek. Bids were also received from Dihley & Rob- 
inson, Fargo, N. D., Minneapolis Bridge Co., and the 
Gillette-Herzog Mfg. Co. (Aug. 11, p. 573.) 


LARAMIE, WYO.—The Commissioners of Albany 
County, according to report, propose to build an iron 
bridge over the Laramie River in place of the wooden 
one recently washed away. 


LAUREL, MONT.—The County Commissioners for 
Yellowstone County have let the contract for the 
three-span wagon bridge across the Yellowstone 
River for $9,980. (June 30, p. 480.) 


LOOMIS, WASH.—E. Wagner of Wenatchee, 
Wash., has the contract at $2,100 for the bridge over 
the Methow River. The other bids were Wm. Oliver, 
Spukane, Wash., $2,475, and C. H. Caleson, also of 
Spokane, $2,200. (Aug. 4, p. 558.) 


LOS ANGELES, CAL.—J. D. Mercereau, Los An- 
geles, has the contract for the three city bridges on 
plans “B” at a total of $14,698. .The bids were: 





Ave. 26 9th Street | Los Felis 


Bridge Bridge. Bridge. 
Plan Plan} Plan Plan j Plan = 
’ A. B. A. B. A. B 
Be. PN dtl <.. ..<. $5,429 $4,790/37,000 $7,233) . $4,179 
*J. D. Mercereau ..... 7,393 4,490) 7,500 6,984/#5,700 3,524 
Mathis & Haupt....... 7,922 5,530) 7,834 7,536] 5,092 4,742 
tCalifornia Bridge Co..| 6,057 4,520] 5,870 7,846) 5,220 4,800 





* Deduct %300 in case all are awarded. 
t Deduct 2% per cent. in case two or more are awarded. 








MARIETTA, O.—The following bids were received 
Aug. 28 for the bridge over the Muskingum River on 
the line of Putnam St., according to the plan on file 
for steel work: Pittsburgh Bridge Co., $75,000; Toledo 
Bridge Co., $58,810; J. G. Wagner Co., $84,000; Penn- 
sylvania Bridge Co., $70,000; New Columbus Bridge 
Co., $69,900; Massillon Bridge Co., $84,500; Canton 
Bridge Co., $77,750; Wrought Iron Bridge Co., $59,000. 
Willard & Corndell, F. M. Townsend and J. A. 
Swingle also submitted bids. The bridge will have 
one span of 119 ft., two spans of 211 ft., and one 
draw-span of 230 ft.; roadway, 32 ft. clear, two walks 
6 ft. Herman Laub, Consulting Engineer, Pitts- 
burgh, Pa. 


MEMPHIS, TENN.—A petition has been presented 
to the City Council asking that the Newport News 
& Mississippi Valley Co. be required to complete the 
iron overhead bridge across Promenade and Fulton 
Sts. 


MERCED, CAL.—The Clerk of Merced County will 
receive proposals until 10 A. M., Sept. 20, for two 
bridges in Road District No. 2. One is over Owens 
Creek on the Cunningham Road, and the other over 
Deadman’s Creek on the Healy Run Road. 


MONONGAHELA CITY, PA.—The Monongahela 
& Washington will require two short trestles and 13 
bridges. The longest is an 80-ft. span. The time 
for letting the contracts is not yet determined. (Rail- 
road Construction column.) 


MORGANTOWN, W. VA.—Messrs. Bennett & Tal- 
bott of Greenburg, according to report, have the con- 
tract to grade and bridge nine miles of the B. & O, 
from Springfield to Morgantown, 

s 
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NEW YORK, N. Y.—Bridge Commissioner John L. 
Shea, on behalf of the city, has accepted as com- 
plete the new Harlem River bridge, from Isaac A. 
Hopper, the contractor. The bridge, and its ap- 
proaches, extends from 128th St. to 134th St., across 
the Harlem River, with a 300-ft. steam revolving 
draw in the middle. It provides two carriageways, 
two passengerways, and an electric railroad way. 
It cost $3,000,000, was begun when the old bridge was 
torn down in 1893, and has been open for traffic a 
year. The draw is one of the heaviest in the world. 
T. C. Clark, Consulting Engineer to the Bridge De- 
partment, drew the plans. 


NORTH SALEM, N. Y.—The Highway Commis- 
sioners of North Salem are negotiating for a new 
bridge to cross the Croton River near Baker’s mill. 
The old structure has been condemned. 


ORANGE, TEX.—Reports state that Orange 
County is contemplating building several iron bridges 
across the bayous and sloughs. A drawbridge will 
be built over Cow Bayou. Bonds for $10,000 will soon 
be issued. 


PEMBROKE, ONT.—G. L. Morris, C. E., is pre- 
paring plans for the proposed Mary St. iron bridge. 


PERRYVILLE, MO.—Thomas J. Killian, Surveyor 
of Perry County, will receive proposals until 3 P. M., 
Sept. 16, for a through truss steel bridge across Sa- 
line River 120 ft. long, estimated to cost $3,000. 


PITTSBURGH, PA.—New bridges and repairs to 
others are proposed and an election will soon be held 
to decide if $520,000 of bonds should be issued for the 
work. 

PORTSMOUTH, N. H.—The B. & M., reports state, 
will abolish all important grade crossings between 
this city and Newburyport. There will be nine In all 
and work will soon be begun. The estimated cst 
is $100,000. 

PORT TRAVERTON, PA.—W. A. Dean and David 
Albright are viewers appointed by the Snyder County 
Court for a bridge across the Susquehanna River 
from Port Traverton to Herdon. 


RAT PORTAGE, ONT.—See “Other Structures.” 


RICHMOND, VA.—Reports state that the Rich- 
mond, Fredericksburg & Potomac RR. will replace 
the bridge across the Rappahannock with a heavier 
structure. Tren culverts will take the place of old 
wooden ones. 


SACRAMENTO, CAL.—Reports state that a bridge 
will probably be built across the American River 
from Fair Oaks. 

SAN ANTONIO, TEX.—Bexar County will shortly 
issue $8,000 of bridge bonds. T. W. Smith, County 
Clerk. 

SAN JOSE, CAL.—Bids for the proposed bridge 
over Coyote Creek at Julian St. are wanted by Sept. 
11 at 3 P. M. The Board of Supervisors estimated 
that a steel bridge would cost between $7,000 and 
$10,000, and a combination bridge could be built at 
a cost of about $5,000. Curtis M. Barker, City 
Engineer. 

SHARPSBURG, PA.—Reports state that the Gov- 
ernment has nullified the contract between the Key- 
stone Bridge Co. and the Consolidated Traction Co. 
for building a bridge over the Allegheny River at 
Bridge St., Sharpsburg. The Government insists 
upon a channel space of 450 ft. (Aug. 4, p. 559.) 


SOUTH BEND, WASH.—The Commissioners of 
Pacific County rejected bids on Aug. 25 for building 
a bridge across tue Wallapa River at the place known 
as Lilly-Moran, and will again receive bids at 9 A. 
M., Sept. 19. Proposals are wanted on a steel bridge, 
and also on a combination or steel and wood struc- 
ture, also for a 648 ft. approach thereto. J. H. Day- 
ton, County Clerk. 

SYRACUSE, N. Y.—According to report, the N. 
Y. Cc. & H. R. RR. will build a hoist bridge over the 
Erie Canal at Franklin St. 


TOLLAND, CONN.—The town will build two iron 
bridges, according to report, across the Willimantic 
River to replace wooden structures. 


WALKERTON, ONT.—The Street Committee will 
receive tenders up to Sept. 11 for the Yonge St. 
bridge. 

WAYNE, W. VA.—James McQuin, President of the 
Wayne County Commissioners, will receive proposals 
nntil Sept. 11 for the superstructure and substruc- 
ture of the Beech Fork bridge; also for the steel and 
iron superstructure of the two spans over Graystone 
Creek. 

WEST CHESTER, PA.—A bridge has been recom- 
mended by the Jury over Rock Run on Ridge Road, 
South Coventry Township. J. Howard Richards is 
Spring City member of the Jury. 


WILMINGTON, DEL.—The B. & O. plans fcr a 
bridge at Fourth St. have been approved by the 
Street & Sewer Committe of the Council. (June 20, 
p. 480.) 

WINNIPEG, MAN.—Robert Watson, Minister of 
Public Works, is receiving tenders for a bridge over 
Snake Creek, and for alterations and extension of 
Rideout’s bridge. 

Other Structures. 


AUGUSTA, GA.—The Atlantic Coast Line Terminal 
Co. has been incorporated by Henry Walters and 
B. F. Newcomer, of Baltimore, Md., and W. G. Elliott 
and W. J. Craig, of Richmond, Va., to build and 
operate warehouses, elevators, stockyards, machine 
and car shops. The capital is $40,000. 


BELTON, TEX.—See ‘Bridge Building.” 


BRISTOL, TENN.—Sealed proposals will be re- 
ceived at the office of the Supervising Architect, 
Treasury Department, Washington, D. C., Sept. 28, 
for building the U. S. Custom House and Post Office 
building in Bristol. 


CEDAR FALLS, IA.—Messrs. Liebbe, Nourse & 
ltesmussen, of Des Moines, Ia., have prepared plans 
for two collegiate buildings for the State Normal 
School at this place, to cost $30,000 each. 


CLINTON, ITA.—The Chicago & Northwestern, ac- 
cording to report, will build a 50-stall roundhouse 
at this place at an estimated cost of $60,000. 

DES MOINES, IA.—The Utica Building Co. has 
been incorporated with a capital of $35,000, and will 
build at Sixth Ave, and Walnut St. The building will 


be of brick and steel construction, two stories in 
height, 66 x 132 ft. 

The Chamberlain Medicire Co. will build a factory 
at the corner of Sixth Ave. and Park St. The build- 
ing will be 132 x 132 and is estimated to cost $65,000. 


FORT WILLIAM, ONT.—Reports state that the 
Canadian Pacific proposes to build a new round- 
house, which, with a new bridge and station at Rat 
Portage, is estimated to cost $100,000. 


HULL, QUE.—Reports state that the Hull Council 
has in consideration a subsidy of $30,000 to H. J. 
Beemer toward building railroad shops in the city. 


JOHNSTOWN, PA.—The Cambria Steel Co. will 
build a general office building, six stories_in height, 
in Johnstown. . 


LARAMIE, WYO.—About ten new passenger sta- 
tions will be required on the new cut-off of the 


Tnion Pacific in Wyoming. 


LEBANON, PA.—Reports state that the Central 
RR. of New Jersey proposes to build a new passenger 
and freight station in Lebanon. 


LITTLE ROCK, ARK.—The Choctaw & Memphis 
RR. Co. has asked for proposals to build its new 
passenger depot at Little Rock. Reports state that 
T. H. Bunch will build a grain elevator with a ca- 
pacity of 50,000 bushels. 


NEW HAVEN, CONN.—Reports state that the 
Winchester Ave. RR. Co. proposes to build a new car 
barn. 


NEWPORT NEWS, VA.—The Chesapeake & Ohio 
RR. has closed contracts and work is now in progress 
on the following new buildings: Merchandise pier No. 
8, 194 x 80 ft.; coal pier No. 10, 54 x 450 ft., 52 ft. 
from base of rail of low water; also for a grain ele- 
vator, 196 x 101 ft., with a capacity of 1,000,000 
bushels. 


NEW YORK, N. Y.—Plans have been filed with the 
Building Department for a nine-story hotel building 
at the corner of Madison Ave. and Ninety-second St., 
estimated to cost $350,000. W. H. Ebling, Jr., owner; 
Louis Korn, Architect. The building will have a 
frontage of 62 ft. and a depth of 100 ft., and will 
be of fireproof construction. 


ROCKFORD, ILL.—Contracts aggregating over 
$26,000 have been let to F. C. Nerlander, of St. Paul, 
Minn., for the new schoolhouse at this place. 


ST. PAUL, MINN.—Bids were opened at the U. S. 
Treasury Department, Washington, Aug. 30, for the 
foundations, superstructure and roof covering of the 
extension to the Post Office building at St. Paul, 
Minn. The bid of the D. H. Hayes Co., of Chicago, 
for $146,000, was the lowest of the six bids submitted. 


SAN FRANCISCO, CAL.—The State Board of Har- 
bor Commissioners rejected a bid of $33,457 submitted 
by the Dundon Bridge & Construction Co. for the 
car ferry slip for the Santa Fe RR. New bids are 
wanted. (Aug. 18, p. 588.) y 


SOUTH BEND, IND.—Reports state that the Van- 
dalia Line proposes to build a new station in this 
city which will cost $60,000. 


VINTON, IA.—The Burlington, Cedar Rapids & 
Northern is building a new depot at this place, 132 
x 28 ft. The lower five feet of the walls will be of 
dressed stone, and the upper portion of brick. The 
floor will be laid with marble tiles and the wood- 
work will be oak. 

WHITE HAVEN. PA.—The Lehigh Valley RR. 


has in consideration the building of a new station 
at this place. No definite decision has been reached. 





MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Boston & Albany.—Quarterly 2 per cent. 

Central of Georgia.—Annual, 2 per cent. 

a a and one-half per cent., payable 
Sept. 4. 

Chicago & Eastern Illinois.—Quarterly preferred, 114 
per cent., payable Oct. 2 

Chicago & Northwestern.—Quarterly, preferred, 1% 
per cent., payable Oct. 6. 

Delaware & Hudson.—Quarterly, 14% per cent., paya- 
ble Sept. 15. 

Little Miami.—Quarterly 1 per cent., payable Sept. 5. 
Northern Pacific.—Quarterly, preferred, 1 per cent., 
payable Sept. 5. : 

Rio Grande Western.—One per cent., payable Sept. 
30, in preferred stock to the common stockhold- 
ers. 

Union Pacific.—Semi-annual, preferred, $2 per share, 
payable Oct. 2. 

West Jersey & Sea Shore.—Two and a half per cent., 
payable Sept. 15. 








City Ry. (Chicago).—Quarterly, 3 per cent., payable 
Sept. 30. 

Union Elevated (Chicago).—Four dollars per share, 
payable Aug. 2. 


Railway Signaling Club. 

The next regular meeting of this Club will be held 
at the Great Northern Hotel, Chicago, September 
12, at 2.30 P. M. There will be papers by C. C. Rosen- 
berg, on “Overloading of Interlocking Machines,’”’ 
and by H. M. Sperry, on some recent signal problems. 


St. Louis Railway Club. 

The September meeting of the St. Louis Railway 
Club will be held at the National Stock Yards, St. 
Clair County, Ill., on Friday, Sept. 8 The Club 
will be the guests of the management of the Stock 
Yards. An unusual amount of business is promised 
for this meeting. Notably a number of answers to 
Question Box queries, and a general discussion of the 
topics presented in the July Proceedings is expected. 


Southern and Southwestern Railway Club. 

The next annual meetirg of the Southern and 
Southwestern Railway Club will be held at’ the 
Kimball House, Atlanta, Ga., at 10 o’clock a. m., 
Thursday, Nov. 9. The following subjects will be 
discussed: “Pneumatic Cleaning Plants for Pas- 
senger Equipment,” by Messrs. W. L. Tracy, P. 
Leeds, Jas. Cullen, R. E. Burgess and R. H. John- 
son; ‘What Is the Best Type of E~gine Truck Brass 
and Best Method of Fastening to Prevent Heativg 
and Insure Good Service?” by Messrs. J. T. Robin- 
son, E. Burton and M. T. Carson; “To What Extent 
Do Draft Appliances, Valves and Valve-Setting and 
Cylinder Packing Infiuence Economy of Fuel?” by 


Messrs. R. P. C. Sanderson, F. H. McGee and W. H. 
Owens. 
American Street Railway Association. 

The eighteenth annual meeting of the American 
Street Railway Association will be held at ‘‘Tatter- 
salls,’ State and 16th Streets, Chicago, Ill., October 
17, 18, 19 and 20, 1899. Papers will be read on the fol- 
lowing subjects: ‘‘“Maintenance of Car Equipment,” 
“Modern Street Railway Shops, their Design, Ma- 
chinery and Shop Practice,” ‘Train Service and Its 
Practical Application,” ‘Investments in Street Rail- 
ways. How Can They be Made Secure and Remuner- 
ative?” ‘Construction and Mainténance of Street 
Railway Tracks.” 

There will be a large exhibition of street railroad 
supplies, every foot of space in the hall having been 
applied for. The last day of the convention, Friday, 
Oct. 20, has been set aside for a systematic inspec- 
tion of the exihibits and all railroad managers are 
urged to have their mechanical, operating and ac- 
counting departments examine these. The annual 
banquet will be held Friday evening, when the offi- 
cers elect will be installed. The headquarters of the 
Association will be at the Auditorium Annex, near 
the Auditorium. 








PERSONAL. 





(For other personal mention see Elections and 
Appointments. ) 





—Mr. W. W. Dodge, head of the Dodge Manufac- 
turing Co., and President of the Western Gas En- 
gine Co., died at his home in Mishawaka, Ind., 
Sept. 1. 


—Mr. William George Brimson, who has just been 
appointed General Manager of the Omaha, Kansas 
City & Eastern, began his railroad career in 1866 as 
Telegraph Operator at Wakeman, O., on the Cleve- 
land & Toledo RR. In 1875 Mr. Brimson became 
Master of Transportation of the Logansport, Craw- 
fordsville & Southwestern, and two years later Su- 
perintendent of the same road. In 1890 he was ap- 
pointed Superintendent of the Calumet & Blue Island 
and its subordinate lines, which in 1896 came under 
the control of the Chicago, Lake Shore & Eastern, 
and from which Mr. Brimson, in March last, resigned 
as President and General Manager. 








ELECTIONS AND APPOINTMENTS. 





Atchison, Topeka & Santa Fe.—Chas. R. Hudson, As- 
sistant General Freight Agent, with headquarters 
at Topeka, Kan., has resigned. 


Baltimore & Ohio.—H. C. Smith has been appointed 
Freight Tariff Agent, with headquarters at Balti- 
more, Md., relieving General Freight Agent C. V. 
Lewis to this extent. Effective Sent. 1. W. C. 
Hollister has been appointed Train Master of the 
First District and Branches (including Washing- 
tom County Branch), succeeding C. W. Galloway, 
promoted. 


Baltimore & Ohio Southwestern.—L. C. Fritch, here- 
tofore Division Engineer, has been appointed Su- 
perintendent of the Mississippi Division, with 
headquarters at Washington, Ind., succeeding H. 
Cc. Barnard, resigned. W. B. Poland has been ap- 
pointed Division Engineer, with headquarters at 
Washington, Ind., succeeding Mr. Fritch. Effect- 
ive Sept. 1. 


Canadian Pacific.—J. W. Leonard, heretofore General 
Superintendent of the Ontario & Quebec Division, 
has been appointed Manager of the lines east of 
Fort William, succeeding Thos. Tait, promoted. 


Central Vermont.—J. B. Laurie has been appointed 
Purchasing Agent, with headquarters at St. Al- 
bans, Vt., succeeding W. B. Hatch. 


Chesapeake & Western.—J. Clark has been elected 
President, with headquarters at New York. A. P. 
Taliaferro, heretofore Acting Superintendent, has 
been appointed Superintendent. 


Chicago & Easicrn Illinois —J. A. Becker, Trainmas- 
ter, with headquarters at Danville, Ill., has re- 
signed. 


Chicago, Rock Island & Pacific—W. E. Dauchy, 
heretofore Superintendent of Maintenance and Con- 
struction, lines west of the Missouri, has been ap- 
pointed Superintendent of Maintenance and Con- 
struction lines East of the Missouri, succeeding 
W. K. McFarlin, resigned. J. H. Conlen:has been 
mentioned as the probable successor to Mr. Dauchy. 


Chicago, St. Paul, Minneanolis & Omaha.—A. W. 
Trenholm, heretofore Division Superintendent at 
Itasca, Wis., has been appointed Superintendent of 
the Nebraska Division, succeeding H. S. Jaynes, 
resigned. W. C. Winter, heretofore Assistant Su- 
perintendent of the Sioux City ard St. Paul Divi- 
sion, has been appointed Superintendent of the 
Northern Division, succeding Mr. Trenholm. 


Choctaw & Memphis.—Rudolph Fink, General Man- 
ager, with headquarters at Little Rock, Ark., has 
resigned. The President, Mr. Francis I. Gowen, 
informs us that, contrary to reports, the office of 
General Manager has not been filled. 


Colorado & Northwestern.—J. T. Blair has been 
elected Vice-President, with headquarters at 
Greenville, Pa. Chas. B. Culbertson, in addition 
to his duties as Secretary and Treasurer, will also 
assume those of General Manager, with headquar- 
ters at Boulder, Colo. 


Cuban Central.—The officers of this company are: 
Chairman, J. W. Todd; Secretary, E. G. Town- 
send, London, Eng.; General Manager, E. H. Pear- 
son; Resident Engineer, T. Bolton; Chief Account- 
ant, A. W. Browne; Locomotive Superintendent, 
H. W. Garratt, Sagua la Grande, Cuba; Legal Sec- 
retary, Sr. D. Juan Valdes Pages, Havana, Cuba, 
and Purchasing Agents, B. D. Hasell & Co., 66 
Pine St., New York. (See RR. Construction col- 
umn, July 21, 1899, p. 531.) 


Dooly Southern.—C. M. Killian has been appointed 
Secretary and Treasurer, succeeding I. X. Cheves, 
resigned. 

Grand Trunk.—Edward Brown has been appointed 
Acting Master of Bridges and Buildings, succeed- 
ing Geo. A. Mitchell, transferred. 


Kansas City Northwestern.—E. A. Sherrill, Auditor, 
will also assume the duties of Assistant Secretary 
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and Assistant Treasurer, succeeding W. F. Ship- 
pey, deceased. 


Kansas Southwestern.—Ed. L. Kingsbury has been 
elected Auditor and Treasurer, with headquarters 
at Arkansas City, Kan., and P. M. Bankier has 
been elected Secretary, with headquarters at Ham- 
ilton, Ont. 


Mobile & Ohio.—The jurisdiction of J. N. Seale, Su- 
perintendent of “’ransportation of the M. & O., 
nas been extended over the Mobile & Bay Shore, 
a new branch of the M. & O. C. A. Pigford, Road- 
master of the M. & O., has been appointed Super- 
visor of ‘Traius and Track of the M. & B.S. Ef- 
fective Sept. 1. (See R&R. Construction ‘column, 
Aug. 4, p. 561.) 


New York & Ottawa.—Acosta Nichols has been 
elected Treasurer, succeeding Wade Chance, re- 
signed. 


Norfolk & Western.—W. G. Bierd has been appointed 
‘trainmaster of the Pocahontas Division, succeed- 
ing J. B. Conners, transferred. W. S. Becker, here- 
loLorve Assistant Trainmaster at Bluefield, W. Va., 
has been appointed 'lrainmaster of the Norfolk 
Division, succeediag Mr. Bierd. 

Omaha, Kansas City & Eastern.—W. G. Brimson, 
formerly President a.d General Manager of the 
Chicago, Lake Shore & Eastern, has been appointed 
Gene:al Manager of the O., K. C. & #., succeeding 
H. S. Rearden, resigned. 

St. Louis, Peoria & Northern.—F. G. Jonah has been 
appointed Chief Engineer, with headquarters atl 
springfield, Ill., succeeding W. D. Taylor. 


Searcy & Des Arc (Searcy & West Point and Des 
Are & Northern).—Uhe officers of this company, 
recently consolidated, are: President, Geo. C. 
Griffith; Vice-President, W. M. Watkins; Secre- 
tary, T. B. Paschall, and Superintendent and Pur- 
chasing Agent, John T. Hicks. 


Southern.—H. E. Hutchens has been appointed Su- 
perintendent of the Danville Division, with head- 
quarters at Norfolk, Va. Effective Sept. 1. 


Toledo, St. Louis & Kansas City.—A. H. Jones has 
been appointed Trainmaster, with headquarters at 
Frankfort, Ind. 








RAILROAD CONSTRUCTION, 
New Incorporations, Surveys Etc. 


BEAVER VALLEY.--‘this company was incor- 
porated in Pennsylvania Sept. 5, witn a capital stock 
uf 910,U0U, to DUulld a line about Lour Nisies long 1 
beaver County, ra., from tne Pittsburgn & Lake 
turie Line to the Uhio River. ‘Lhe directors are 
uv. IN. kew, Artnur Hi, Kew and W. 8. Miller, Pitts- 
burgh, 

BRIDGEPORT & HELENA.—The route of this 
proposed line is trom Huntington bridge, Ore., on the 
vregon Short Line, to run north yo mies up tne 
ldano side of the Snake Kiver to tne Seven Veviis 
copper regions, with branches as follows: into Min- 
eral, 12 miles; to Sturgill Bar, 15 miles; to Rathburg, 
uv miles; to White Horse, 12 miles, and to Kooskia, 
on the Middle Fork of tne Clearwater River, sv 
miles. W. Thomas Hart, of Weiser, Ida., is President. 
(April 14, p. 271.) 


BURLINGTON, CEDAR RAPIDS & NORTHERN. 
—A delegation or Sioux #alis, S. D., business men 
has waited on the officers of this company to ask au 
extension ot the railroad from Sioux Falls, north 
apout tu miles, via Madison, to Brookings. 


CANADIAN NORTHERN.—The Kootenay Rail- 
way & Navigation Co. has arranged a mortgage for 
$2,400,000 at o per cent. to pay tor the buiiding of 
this ine from Bonner’s Ferry, Ida., north 52 miles 
to Kootenay Lake, B. C. (Sept. 1, p. 619.) 

Wm. Mackenzie, one of the owners of the Ontario 
& Rainy River line of this company, reports that 
1,000 miles of the road’s extension trom Stanley, Ont., 
west, is under construction by different contractors, 
and that 20 miles are ready for rails. ‘They expect to 
be in Winnipeg the early part of the year 1901, by 
which time they expect to have 1,000 miles com- 
pleted. (Sept. 1, p. 619.) 


CANADIAN PACIFIC.—The extension from Mc- 
Gregor, Man., west 55 miles has been relet to A. B. 
MckKae, of Winnipeg, and will be pushed as far as 
possible before winter. Twenty teams and over 100 
men are at work. 

The company has decided to extend its Crow’s Nest 
branch 65 miles to connect with the mines of the 
british Columbia Copper Co., near Greenwood, B. C. 

Preparations are in progress to build a line six 
miles long from the tracks of the St. Lawrence & 
Ottawa, north of the White bridge, Ottawa, Ont., 
to connect with the New York & Ottawa. 


CENTRAL OF GEORGIA.—Hardaway, Jones & 
Co. have the contract for the extension from Colum- 
bia, Ala., west 18 miles to Dothan, work to be be- 
gun before the end of September. (June 16, p. 439.) 


CHESAPEAKE & OHIO.—This company will ask 
permission from the Common Council at Richmond, 
Va., to build an extension down part of Cary St., 
Shockoe Slip and Shockoe Lane. 


CHICAGO & NORTHWESTERN.—This company 
is reported building a spur track at the southwest 
end of Janesville, Wis., to the lower cotton and 
woollen mills. 


CHICAGO, BURLINGTON & QUINCY.—Extensive 
improvements have been made in the roadbed near 
Princeton, Ill., including a cut 13 ft. deep east of 
this place, and a fill of 11% ft. west. Nearly 120,000 
cu. yds. of earth were removed during the past four 
months. 


CHICAGO GREAT WESTERN.—Grading is now 
in progress on the track extension of two miles at 
Faribault, Minn. J. Grant of Faribault has the con- 
tract for grading and G. Widell of Mankato, for ma- 
sonry. The maximum grades are 0.4% and the max- 
imum curves 5°. (Aug. 18, p. 589.) There are no 
important bridges. (Official.) 


CHICAGO, ROCK ISLAND & PACIFIC.—The 
route of the Gowrie & Northwestern extension from 
Gowrie, Ia., northwest 115 miles to Sibley, has been 
changed to run through the towns of Manson and 
Pocahontas Center, Ia. The business men of Manso 
have guaranteed the right of way through the town 
and one-half mile north. Flick & Johnson, of Daven- 
port, Ia., have the contract for grading from Gowrie 
to a point two miles north of Manson, 23 miles. Capt. 
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Ware, of Sedaiia, Mo., has the contract from this 
point nortn zo miles to a point live mules north ot 
+ocahontas Center. Grading was begun last week 
under the direction of Murvin 4. Dey, of Cnicago, 
Constructing tingineer. tis headquarters are at 
Gowrie. (Aug. li, p. 575.) 


CUKRVALLIS & SUULHERN.—this company has 
been Micu:pusdted ln Uregun, Wii wa Capita SlucK 
CL 900,UUU, LO bulid a lallsvaU livin COrVallis Suu 
avout 40 miles lO hiugeche, and wience suvudltiuwesce 
about 80 Miles LO Coos pay. ‘Lue lucorporacuis ave: 
A. Wiinheim, C. W. Wasuourn, R. BY. Banes, Db. ». 
fiyland, M. Allen, F. M. wiikins, A. C. wuudcouck, 
ot tiugene, Urie.; James Steel, rorctiand, Ore.; 1. 3. 
Wallace, Junction City. 


DALLAS, FORT WORTH & GULF.—Locating 
Surveys are Cumpuietea, according tu report, Lor tnis 
dine, successur lu the Dallas '‘Leaminal @ Union De- 
pot, tvom WDailas, 'bex., West 31 miles LO tort Wortn. 
w. ©. Connor ol Dallas, peomoter of the line, reporis 
that the su:veys snow a Maxlmum grade Ot U.iY 
and that two-thirds of the route is on a tangent. 
(Aug. 13, p. 5389.) 

DES AKC & NORTHERN.—This line, extending 
from Higginson, Ark., southeast 2U miles to Ves arc, 
1s COMpieled. iat has been consolidated with the 
Searcy & West Pol.ut under the title of the Searcy 
& Des Arc. (See Kailroad News column.) 

DULUTH, SUUTH SHORE & ATLANTIC.—M. J. 
Peppard ol Minueapolis nas the COutsact for build- 
ing the extension irom Newtonville, Mich., to Green- 
land, on the Chicago, Milwaukee & St. Paul, 65 miles. 
(Aug. 18, p. 589.) 

ELIZABETH CITY & WESTERN.—Surveys are 
reported in progress for this line from Elizabeth 
City, N. U., on the Norfolk & Southern, to run 
ho:thwest about go miles through the counties of 
Pasquotank, Perquimans and Gates, to a point on 
the Nortolk & Carolina line of the Atlaatic Coast 
Line. ‘I. G. Skinner of Elizabeth City is interestea. 
David Cox is Engineer in charge. (March 24, p. 217.) 


EUREKA SPRINGS.—Preliminary surveys are re- 
ported in progress for an extension of this line, which 
now runs from Seligman, on the St. Louis & San 
irancisco, southeast to Eureka Springs, Ark., to 
run east about 40 miles to Harrison. 

FLORENCE & CRIPPLE CREEK.—Carlile & 
Weilbrec of Pueblo, Col., have taken the contract 
ior the line from Mile Post No. 7 west eight miles to 
Canyon City. ‘the roadbed is to be completed with- 
in 6) days. People of Canyon City bought the right 
ot way and te:minal grounds tor machine shops, 
round houses, etc., and have offered to contribute 
$10,000 toward building a $25,000 union depot. (Aug. 
11, p. 575.) 


GREEN RIVER VALLEY.—This company, whose 
incorporation was recently noted (Aug. 25, p. 603), 
is to build a railroad from Nashville, ‘enn., north- 
east into Kentucky. The capital stock is $40,000. 
‘the incorporators are: Charles H. Wilson, Ford 
Redick, T. N. Sneed, C. Le Rai and W. W. Redman, 
all of Nashville, Tenn. 

LIMA TERMINAL.—This company has been in- 
corporated in Ohio, with a capital stock of $20,000, to 
build a semi-belt line about the city of Lima. The 
incorporators are: W. S. K. Lowe, D. J. Cable, 
Henry W. Neff, E. R. Gallagher and W. L. Parmen- 
ter, all of Lima. 

LOUISVILLE & NASHVILLE.—Grading is pro- 
gressing rapidly on the line near Memphis, Tenn., 
to connect this road with the Nashville, Chattanooga 
& St. Louis. It is expected to be completed within 
six weeks. (July 7, p. 499.) 

The company is building a switch three miles long 
near Bowling Green, Ky., which will practically 
complete double tracking to Memphis Junction. 


MAINE CENTRAL.—Wm. D. Smith of Bangor, 
Me., has received the contract for building the two- 
mile branch from Gardiner, Me., to the mills on the 
Cobbosseecontee River, to be completed within five 


months. It will require a half mile of piling and 
trestle bridges. Work is to be begun early in Sep- 
tember. (July 28, p. 547.) 


MARSHALLTOWN & DAKOTA.—A mortgage for 
$520,000 has been filed in Boone County, Ia., for this 
line, now building from Fraser Junction, Ila., to 
Gowrie, and from Story City to Fraser. (Aug. ll, 
p. 575.) 

MINNESOTA & SOUTH DAKOTA.—The route of 
this company,‘ whose incorporation was noted re- 
cently (Aug. 25, p. 603), is from Tyler, Minn., in Lin- 
coln County, to run northwest about 26 miles to a 
point on the western boundary line of Minnesota, 
near Lake Hendricks, in the same county. The in- 
corporators are: W. A. Scott and L. A. Robinson, 
St. Paul, Minn.; J. B. Redfield, A. E. Walters and 
Geo. F. Holloway, Chicago, Ill. 


MONONGAHELA & WASHINGTON.—The pro- 
posed route of this line is from Monongahela City, 
Pa., southwest 12 miles along Pigeon Creek Valley 
in Washington County, to Ellsworth. Contracts for 
grading and track laying have been let to D. F. Kee- 
nan of Philadelphia. Work was to be begun Sept. 1. 
The work is light, the maximum grade being 45 ft. 
per mile, and the maximum _ curvature 16°. There 
will be 13 bridges required, the longest 80-ft. span, 
and two short trestles. The time for letting con- 
tracts for these and for the rails (70 lb. weight) is 
not yet determined. (Sept. 1, p. 620.) J. B. Bott of 
Philadelphia, Pa., is Chief Engineer. (Official.) 


MT. AIRY & EASTERN.—Work is to be begun 
soon, according to report, on this line from Mt. Airy, 
N. C., the terminus of the Atlantic & Yadkin branch 
of the Southern, to run north about five miles to the 
Virginia State line, and thence 10 miles more to the 
mills of Kibler & Kay. The Southern is reported as 
interested in the line. T. E. Houston of Elkhorn, 
W. Va., is President. (June 23, p. 461.) 


NORTHERN PACIFIC.—A large force is at work 
on the cut-off on the main line near Seattle, Wash., 
from Palmer west 22 miles to Auburn. Henry & Co., 
of Seattle, have the contract, which is to be com- 
pleted by July, 1900. Among the sub-contractors are 
John Nolan, of Tacoma, and A. H. Landell, of Lake 
Park. (July 14, p. 515.) 


NOVA SCOTIA SOUTHERN.—C. B. Wilkins & Co., 
the contractors for this line, are reported making 
rapid progress. They expect to complete five piers 
of the big bridge across the La Have River by the 
middle of September. The line is to extend from 
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Annapolis, N. S., to Liverpool, with several branches. 
Robert G. Hervey, of 80 broadway, New York, is in- 
terested. 

_ OREGON SHORT LINE.—Fifteen miles of grading 
1s reported completed. Track laying is in progress 
on the St. Anthony branch, from Idaho Falls, ida., 
northeast 39 miles to St. Anthony, on the Snake 
River. (Aug. 4, p. 561.) 

This company, accoraing to report, will put in two 
new side tracks at Ogden, Utah—one 2,000 and the 
other 3,000 ft. long. ‘the grading is to be done at 
once. 


OREGON RAILROAD & NAVIGATION.—The 
company expects to have its extension from Riparia, 
Wash., east 71% miles to Lewiston completed by 
the end of October. Hale & Smith, of Portland, Ore., 
have the contract. (July 14, p. 515.) 


OREGON ROADS.—Right of way has beenobtained 
for the line of the Booth-Kelly Lumber Co., of 
Eugene, to run from Henderson, on the Southern 
Pacific, three miles south of Eugene, northeast 22 
miles, up the Mohawk River. It is stated tnat ihe 
line is to be controlled by the S. P. (June 23, p. 461.) 


PACIFIC & IDAHO NORTHERN.—Work is being 
pushed vigorously on this line from Weiser, ida., 
north 192 miles to Lewiston. Wilkerson & Thompson, 
of Ogden, Utah, have the contract. They have re- 
cently sublet contracts to Orman & Crook, of Pueblo, 
Col., and to J. W. Smith, of Provo, Utah. (July 23, 
p. 547.) 


PENSACOLA & NORTHWESTERN.—S. N. Van 
Praag of Pensacola, Fla., President of this com- 
pany, has called a meeting of the stockholders at 
Monroeville, Ala., Sept. 23, to vote on an increase of 
the capital from $1,200,000 to $5,000,000. 


ST. JOHN VALLEY RIVER.—Hon. Wm. Pugsley, 
of St. John, N. B., recently went to Montreal to 
confer with capitalists with reference to building this 
line from Fredericton, N. B., to Woodstock, 69% 
miles. (June 23, p. 461.) 


ST. LOUIS & SAN FRANCISCO.—An officer writes 
that the company does not intend to make the re- 
ported extension from Mansfield, Ark., southeast to 
Hot Springs. (Aug. 25, p. 604.) 


SALEM & PACIFIC COAST.—This company has 
been incorporated in Oregon, with a capital stock 
of $125,000, to build a line from a point on the Wil- 
lamette River, opposite Salem, to run southwest 
about 90 miles, via Eola and Falls City, to a point 
on the Pacific ocean near Newport, with branch lines 
north and south along the coast. The company pro- 
poses to acquire the franchises of the Luckiamute 
Valley & Western, which has several miles of track 
completed between Falls City and Salem, 22 miles. 
J. S. Talbot of Falls City, President of the L. V. & 
W., is interested in the new line. (L. V. & W., June 
2, p. 393.) 


SHAWNEE, OKLAHOMA & INDIAN TERRI- 
TORY.—It has been decided to amend the articles 
of incorporation of this line so that it shall terminate 
at Wichita, Kan. The company was incorporated in 
Oklahoma April 28, to build from Denison, Tex., 
north to Shawnee, Oklahoma Territory, and thence 
to Stroud on the St. Louis & San Francisco. Col. 
C. M. Points, of Shawnee, is interested. 


SOUTHEASTERN.—About four miles of track is 
reported completed on this line from Ashpole, N. C., 
on the Atlantic Coast Line, to run southeast 12 miles 
to Hub on the A. C. L. The A. C. L. is understood 
to be back of this project. (July 21, p. 530.) 


SOUTHPORT, WILMINGTON & WESTERN.— 
This company was incorporated in North Carolina 
Sept. 2, with a capital stock of $10,000 per mile, to 
build a railroad from Wilmington, to run south about 
25 miles to Southport. Chas. N. Wire, of Philadel- 
phia, and Wm. A. Guthrie. of Durham, N. C., are in- 
corporators. 


TILSONBURG, LAKE ERIE & PACIFIC.—The 
Ingersoll, Ont., Board of Trade has passed a resolu- 
tion in favor of granting a bonus to this company for 
ee extension to that town. (May 19, p. 


UTAH & PACIFIC.—A. W. McCune, President, 
and W. L. Hoge, Secretary, are making a pre- 
liminary survey for the proposed extension through 
Nevada from the Utah State Line to Los Angeles, 
Cal. This is under the Utah, Nevada & California 
corporation of last February. (March 31, p. 236.) 


VIRGINIA & ELY.—This company has been in- 
corporated in Minnesota, with a capital stock of $1,- 
000,000, to build a railroad for the Carnegie Steel Co., 
from the Mesaba to the Vermillion range and thence 
to Lake Superior, 140 miles. The incorporators are: 
O. W. Baker, New York City; Henry W. Oliver, 
Henry M. Curry, James Cayley, Daniel M. Clemson, 
Charles D. Fraser, George T. Oliver, Pittsburgh, and 
Chester A. Congdon, Duluth. 


WINONA & WESTERN.—The directors have de- 
cided to make the extension from Simpson, Minn., 
north 7.55 miles to Rochester, on the Chicago & 
Northwestern. It is to be completed before winter. 
(Sept. 1, p. 620.) 


WISCONSIN ROADS.—The Fence River Logging 
Co. of Oconto, proposes to build a logging road two 
miles long from the Chicago, Milwaukee & St. Paul 
north of Pembine, into a tract of timber owned by 
the Witbeck Lumber Co. of Marinette. 





GENERAL RAILROAD NEWS. 





BALTIMORE, CHESAPEAKE & ATLANTIC.—John 
S. Wilson, President of this line, is quoted as say- 
ing that this property has been bought by the 
Pennsylvania and that securities amounting to 
over $2,250,000 have changed hands. The line ex- 
tends from Claiborne, Md., to Ocean City, 87.06 
miles, with a branch of one mile froin Salisbury to 
Fulton. Its capital stock consists of $1,000,000 
common and $1,500,000 preferred, and its funded 
debt $1,250,000. 


BOSTON & ALBANY.—The stockholders of the New 
York Central & Hudson River will meet on Sept. 
27, to act on the proposed lease of the B. & A. 
(Sept. 1, p. 620.) 


CHICAGO GREAT WESTERN.—Application has 
been made to the New York Stock Exchange to 
list $3,300,000 new 4 per cent. debenture stock to 
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retire the $2,823,150 5 per cent. priority loan bonds, 
at 105 on Jan. 1, 1900. (June 16, p. 440.) 


COLUMBUS, SANDUSKY & HOCKING.—The com- 
mittee, of which John G. Carlisle of New York is 
chairman, gives notice that the Master has con- 
tinued until Oct. 3 the hearing for proving up bonds 
and other claims in New York City, and that such 
claims must bé filed on or before Oct. 1, with the 
North American Trust Co., New York. (Sept. 1, 
p. 620.) 


KANSAS CITY, PITTSBURGH & GULF.—The New 
York Committee has issued a reorganization plan 
in opposition to that of the Pennsylvania Commit- 
tee, already noted. (Aug. 25, p. 604.) The plan in- 
cludes only the property of the K. C., P. & G., and 
excludes that of the Suburban Belt RR., and the 
Port Arthur Channel & Dock Co. The new issues 
provide for prior lien mortgage 4% gold bonds, $15,- 
000,000; adjustment mortgage 4% gold bonds; inter- 
ést non-cumulative until 1905, $15,000,000; preferred 
stock 4% non-cumulative, $20,000,000; common stock, 
$25,000,000. Holders of present first mortgage bonds 
will receive for each $1,000 bond, $500 in first mort- 
gage bonds, $500 in new adjustment mortgage 
bonds, $300 in preferred stock, and $25 in cash for 
the April coupon. Stockholders who pay $15 per 
share will receive $7.50 in adjustment mortgage 
bonds, $7.50 in preferred stock, and $100 in common 
stock. The plan provides a cash resource of $3,000,- 
000 upon the sale of prior lien bonds at par, and 
$3,450,000 from the stockholders. There will be re- 
served in the treasury $500,000 prior liens, $1,025,000 
adjustment bonds, $11,375,000 preferred stock, and 
$2,000,060 common stock. The New York Committee 
criticises the plan of the Philadelphia Committee 
as too wide in its scope, that it imposes upon the 
property charges which it cannot earn, making the 
plan simply a makeshift to tide over the present 
difficulties at the expense of the future prosperity 
of the road. Holders of bonds and stock who have 
not already deposited their securities with this 
committee, are notified to denosit the same with 
the Mercantile Trust Co., New York, on or before 
Oct. 1. Holders of certificates of deposit for bonds 
and stock already deposited with the committee 
may withdraw them between Sept. 15 and 30. 


PENNSYLVANIA COMPANY.—First mortgage 
bonds of the Toledo. Walhonding Valley & Ohio 
to the amount of $24,780 will be bought at the Far- 
mers’ Loan & Trust Co., New York, Oct. 2, at a 
price not to exceed par and interest. Sealed pro- 
posals are asked. 


PITTSBURGH, CINCINNATI, CHICAGO & ST. 
LOUIS.—Consolidated mortgage bonds to the 
amount of $321,616.21 will be bought Oct. 2, at the 
Farmers’ Loan & Trust Co., New York, at a price 
not to exceed par and interest. Sealed proposals 
are asked. 


SEARCY & DES ARC.—Urder the above title, the 
Searcy & West Point, which extends from Searcy, 
Ark., to West Point, eight miles, has been con- 
solidated with the new Des Are & Northern, which 
runs from Higginson southeast 20 miles to Des 
Are. (See Railroad Construction column.) 


SOUTHERN.—The stockholders, at a meeting held 
at Richmond, Va., Aug. 31, ratified the agreement 
for the lease of the Atlantic & Danville, to take 
effect Sept. 1. The lease runs from July 1, 50 
years, at a rental sufficient to meet the interest on 
the bonds and give the preferred stock 2% for the 
pext three years, 3% for the following two years, 
4% for the next five years, ard thereafter 5%. There 
are outstanding $1,238,000 5% bonds, and $3,200,000 
preferred stock. The line runs from Norfolk to 
Danville, Va., 203.46 miles, with branches, making 
the total mileage 278.16. 


STATEN ISLAND RAPID TRANSIT.—The New 
York State Railroad Commission has granted this 
company permission to issue a second mortgage for 
$2,500,000 under the reorganization plan. These will 
he 4% bonds, interest guaranteed by the Baltimore 
& Ohio, which company will also agree to buy the 
bond at the end of five years, reserving the right 
to buy at any time before, on six months’ notice, 
at par and i terest. (Aug. 11, p. 576.) 


UNION PACIFIC.—The stockholders will vote Oct. 
1 on the proposition to increase the preferred cap- 


ital stock from $75,000.000 to $100,000,000, and the 
common stock from $88,460.100 to $96.178,700, a gain 
of $7,718,600. The additional preferred stock is to be 


used to retire about $14,000,000 Oregon Short Line 
B bonds. and $11,000,000 Oregon Railroad & Naviga- 
tion preferred stock. The rew common stock will 
be exchanged share for share for the common stock 
of the O. R. & N., not already owned by the Oregon 
Short Line The $7.185.000 Oregon Short Line A 
bonds will be taken up with U. P. 4’s now in the 
treasury. This exchange will secure to the U. P. 
control of both the Oregon Railroad & Navigation 
ad the Oregon Short Line, including the entire 
line from Kansas City and Omaha to Portland, 
Ore. (June 30, p. 484.) 


WESTERN MARYLAND.—The Washington & 
Franklin Co. has made a mortgage to the Reading 
Trust Co. as trustee, to secure an issue of $225,000 
“> gold bonds. 





TRAFFIC. 





Traffic Notes. 

Dining cars are now run on the Oregon Short Line 
between Granger, Wyo., ard Portland, Ore., via Po- 
catello By this improvement in the train service 
bassengers now ca» get all their meals in dining cars 
between Chieago and Portland. Meals are served 
by the card, 


It is said that the agents of the Canadian Pacific 
in Mavcitoba are bidding for the carriage of export 
grain through to Boston, by rail all the way, the 
Boston connection beirg the Boston & Maine. It is 
expected that the rates by lake vessels this autumn 
will be so high that there will be a chance for the 
road te carry some of this grain at remunerative 


rates 
Freight Traftic Manager W. B. Biddle, of the Atchi- 
son, Topeka & Santa Fe, has written a letter to the 
local and division freight agents of the road urging 
the importance of the establishment of local com- 
ittees of freight representatives of all roads at im- 
portant points. Conferences of local officers nave, in 
his exnerience, often been able to accomplish im- 
portant results in the regulation of rates when the 
higher traffic officers were unable to do anything. 


Reasonable Rates. 

The Interstate Commerce Commission, in an opin- 
ion by Commissioner Yeomans, has announced its 
decision in the case of A. J. Gustin against the Atch- 
ison, Topeka & Santa Fe and others. 

The Commission holds that the defendants, hav- 
ing engaged under their tariffs and course of busi- 
ness in the through transportation of traffic from 
Chicago and other points to Kearney, Neb., over 
continuous lines formed by their connected roads, 
are required by the Act to Regulate Commerce to 
make their rates on such transportation reasonable 
and otherwise in conformity with the provisions of 
that statute, and such duty is not avoided by the 
fact that the rates to Kearney may be combinations 
of rates to and from Omaha. 

The necessities of carriers often demand, and traf- 
fic conditions frequently warrant them in exacting, 
a share of through rates which gives them more per 
mile than that which results to a connecting carrier 
from the division accepted by it. The rate per ton per 
mile rule brings rates down to the narrowest point 
of scrutiny, and for that purpose is valuable; but 
it excludes consideration of other circumstances 
which enter into the making of rates, and it cannot, 
therefore, be accepted as controlling in determining 
the reasonableness of rates. 

Freight rates from Chicago and other Eastern 
points to Kearney, made by combining rates to and 
from Omaha, a point on the Missouri River, are not 
unreasonable in amount, and the evidence was in- 
sufficient upon the question whether such rates sub- 
ject Kearney merchants to unlawful disadvantage. 


The Texas Anti-Rebate Law. 


The Attorney-General of Texas, at the request of 
a railroad officer, has written a letter to the effect 
that the new law prohibiting rebates does not pro- 
hibit the issuance of free transportation. He reaches 
this conclusion from the fact that the new law is a 
copy of that portion of the old law concerning re- 
bates, except as to the penalty, which old law has 
never been construed as prohibiting the giving of free 
passes. The attorney-general cites the journals of 
the Legislature as evidence that there was no inten- 
tion to prohibit the giving of free passes, as said 
journals show that several anti-free pass amer:d- 
ments were defeated by large majorities. But the 
issuance of a pass to one or a few shippers without 
giving all shippers like privileges would be discrimi- 
nation and subject the agent issuing such transpor- 
tation to prosecution. 

Judge Templeton of Hopkins County, in addressing 
a grand jury, said that that portion of the new law 
prohibiting the payment of rebates to one shipper and 
not to another was clearly valid; that that part of 
the new law prohibiting railroads from showing pref- 
erences or giving undue advantages to individuals or 
localities was invalid because of its uncertainty; and 
that the law does not prohibit the giving of free 
transportation to anyone. 


Commission Decision on Export and Domestic 
Rates on Grain and Flour. 

The Interstate Commerce Commission, in an opin- 
ion by Commissioner Prouty, has announced its de- 
cision in the matter of relative rates on export and 
domestic traffic in grain and grain products, which 
was the subject of hearings at New York, Chicago 
and St. Louis a few months ago. 

The Commission holds that in the absence of some 
justifying reason it would not be right for American 
railroads to permanently transact business for for- 
eigners at a less rate than that for which they ren- 
der a corresponding service to American citizens. 

The head notes of the decision are as follows: 

1. The Act to Regulate Commerce applies to the 
transportation of export and import traffic. . . . 

2. The Act to Regulate Commerce does not, as a 
matter of law, prohibit a railroad from making a 
through rate from a point within the United States 
to a foreign destination of which its division shall 
be less than the amount charged for the corre- 
sponding transportation of domestic merchandise 
to the port of export. Nor from making a lower 
rate to the port of export upon traffic which is ex- 
ported than upon that which is locally consumed, 
for the export rate is in essence the division of a 
through rate. 

3. It is a question of fact whether rates upon ex- 
port traffic are contrary to the Act to Regulate Com- 
merce. 

4. The Act to Regulate Commerce applies not only 
in cases of direct injury to individuals, but also in 
cases involving indirect injury to the community as 
a whole. .. . 

5. Market conditions, sometimes in case of wheat, 
but seldom in case of corn, may justify an export 
rate throveh the port of New York somewhat lower 
than the domestic rate. and Philadelphia, Baltimore, 
Norfolk and Newport News usually take rates which 
are certain differentials below the New York rate 
on both domestic and export traffic. During the 
period of closed lake navigation the export and do- 
mestic grain rates to New York and the other ports 
mentioned should ordirarily be the same. Rates to 
other ports, inciunding Bosto~ and ports on the At- 
lantic north of Boston, and Galveston, New Orleans 
and other Gulf vorts. may nerhans be properly made 
lower on export than on domestic traffic to enable 
them to comnete for the exnort business. Such an 
adjustment of rates would be to the advantage of 
the earrier, and iust alike to the American con- 
sumer ard the American producer. But as the proh- 
lem is primarily one for the carriers and the testi- 
monv indicates that the present disparities between 
domestic and export rates will not become perma- 
rent. no order is made in relation to this branch of 
the ease, 

6 & 7. Carriers engaged in the transvortation of 
export flour from Minreanolis at 9 rate which is 
1% cents less than the domestic rate to the port of 
export refuse ta make any ecorresnondinge conces- 
sion to intermediate millers. This is univst and un- 
lawfnl discrimination against such intermediate 
traffic 

8. There may be instances where a carrier should 
be permitted to meet railroad competition without 
reference to its intermediate territory. but when the 
very existence of an important industry depnends 
upon the carrier being required to treat intermediate 
territory as it does the more distant territory. the 
rule of no greater charge for the shorter distance 
eclearlv annlies. 

9. Carriers largely engaged in transporting export 
flour have for many years made the same rate on 
wheat and flour. and such long-continued practice 
is evidence against any difference in rate on those 


commodities; but the presumption is not irrebutta- 
ble, for if it were the carriers could never change 
their tariffs or classifications. 

10. The profit to the American millers in manu- 
facturing flour for export is from 1 to 8 cents per 100 
lbs., but the freight rates on wheat and flour for 
export show a difference in favor of the English 
miller of from 4 to 11 cents, and, other things being 
equal, such discrimination is clearly prohibitive upon 
the American manufacturer. The published rail- 
road rates on both wheat and flour for export have 
been the same up to a recent period, and the car- 
riers have exacted such rates except where lower 
rates on wheat were induced by competition. Water 
competition on the Great Lakes limits rail rates to 
the various ports on both wheat and flour during 
the navigation season, and to a degree before the 
opening and after the close of navigation, and the 
published and actual water rates on wheat have 
been from 2 to 4 cents lower than those on flour. 
To a limited extent the cost of service may be great- 
er in the transportation of export flour than in that 
of export wheat. The export rate on flour includes 
delivery on board ship, while the rate on wheat or- 
dinarily does not, and at New York an additional 
charge of about 1% cents per bushel for loading 
wheat is made. Exportation of flour has steadily 
increased, but for the last six years the increase has 
not been marked, and a decrease is shown by com- 
paring exports in 1894 and 1898. It is held that (1). 
public policy and good railway policy alike seem to 
require the same rate on export wheat and export 
flour, but the duties of the Commission are confined 
to administering the Act to Regulate Commerce, 
and in view of all the conditions shown in the in- 
vestigation a somewhat higher rate on export flour 
than on export wheat is not in violation of that. 
statute. (2.) That the published difference in rates 
is too wide, and that the rate on flour for export 
should not exceed that upon export wheat by more 
than 2 cents per 100 lbs. (3.) That the relation of 
rates on domestic shipments of flour and wheat is 
not involved in this decision, as the export and do- 
mestic freights are handled under different condi- 
tions. 

11. Rates on export traffic must be published and 
filed in accordance with the provisions of section 6 
of the Act to Regulate Commerce. 

12. So-called through export rates made by adding 
the ocean rate, whatever it may be, to the inland 
rail rate, whatever it may be, are not analogous to 
joint rates made by joint arrangement between rail- 
way carriers subject to the statute in the sense that 
the total rate must be published and filed, and it is 
enough if the railway carrier publishes and main- 
tains its own rate to the seaboard. But if there is 
in fact such a joint arrangement that the rate is a 
joint rate under the 6th section of the Act to Regu- 
late Commerce, then the entire through rate should 
be published, and not the inland division, which in 
that case might vary while the entire rate remains 
the same. 

Chicago Traffic Matters. 
Chicago, Sept. 6, 1899. 

It is quite probable that the cheap colonist rate of 
$32.50, from the Missouri River to San Francisco will 
he put in again by the direct and all other routes. 
The agreement that nominally withdrew this rate 
Sept. 1 has been rendered void by the action of the 
Canadian Pacific, which announces that it will make 
the rate from New York City to San Francisco $1.50 
higher than the second-class rate from Quebec to 
San Francisco, which rate is based on $11 above Port- 
land. The Canadian Pacific’s action will have a de- 
morlizing effect on Western rates, unless the South- 
ern Pacific prevents the Canadian Pacific from get- 
ting its reduced rates into California. 

While the Grand Army movement from the West 
and central territory, via Chicago, and from the 
Southwest via St. Louis, was heavy, it was not qiiite 
up to anticipations. The strictly Chicago-New York 
business on the $18.45 rate was very good. The bulk 
of this, however, was captured by the Michigan Cen- 
tral, the Lake Shore and the Grand Trunk. The 
Grand Army business was well divided between the 
Pennsylvania lines and the Baltimore & Ohio, while 
the Grand Trunk got a good bit. It is estimated 
that about 2,000 tickets were sold to New York. Dur- 
ing the movement the Grand Trunk city ticket of- 
fices kept open at night until 10 o’clock, ard on Sun- 
Gay. This was a devarture in local ticket sellins;. 
Of course all the other lines were forced to keep 
the same hours as the Grand Trunk. It is feared that 
this will be a precedent for future big movements. 

There will be no increase in the commissions paid 
on tickets by the Western roads, the Burlington 
agreeing to cancel its notice to pay $5 from the Mis- 
souri River to Denver, and the St. Paul people agree- 
ing to cancel their famous “red circular,’’ on com- 
missions. 

Lines from Omaha and Kansas City to the South- 
east, or more particularly to Ohio River points, are 
in a war over rates 0 packing house products. The 
rate to Ohio River points was 6 cents less from Kan- 
sas City than from Omaha. Recently the Burlington 
put in a tariff from Omaha that reduced this differ- 
ential to 3 cents. Now the Memphis line has low- 
ered its rate 3 cents in order to maintain the 6-cent 
differential and the Burlington will again go 3 cents 
under this. 

A resolution has been passed advancing grain rates 
to the East. a week from next Monday, 3 cents per 
100 Ibs. It is said that this will be avnlied to. both 
domestic and exvort tariffs on wheat, corn and oats. 

Rates for all kinds of freight by lake are now high- 
er than hefore in six vears, except for a short time 
in 1895. Corn is row three cents a bushel to Buffalo, 
more than double the rate prevailing one vear ago: 
wheat from Duluth is 4% cents as compared with 1% 
cents in 1898, and iron ore from Duluth to Lake frie 
is $1.70 per ton. and the rate is still rising. Last 
vear 50 cents was the common ore rate and large 
enntracts were then made for this year on the basis 
of 60 cents. Coal from the east to Chicago is now 
60 cents as compared with 20 cents a year ago, and 
the rate to Duluth has advanced in the same provor- 
tion. It is renorted that one iron ore firm has bought 
10 wooden vessels during the last month. One 
wooden steamer is said to have been sold at 50 per 
ce-t. ahove what it cost a few years ago. 

Although the movement of grain in August has 
been much lighter than in July, especially of wheat. 
all the railroads continue to renort a sulvlus of 
freicht. All freieht cars are in constant use and 
most of the roads say that they could use more if 
thev had them. 

The Chicazo & Northwestern has bid a rate cf 
€29. 86 for officers and $24.84 for men, of the Thirtieth 
Volunteer Infantry, from Chicago to San Francisco, 
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